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We have posted a surety bond of $25,000.00 which guaran- 
tees that we will maintain cargo insurance to the amount of 
$50,000.00. If the policy is cancelled or shall expire the 
same bond guarantees that you—a shipper using Keeshin 
Service—shall be notified ten days in advance of such 
termination. — 
The insurance companies have discontinued the ‘Shipper 
Notice” riders on policies. Regardless of the action of the 
insurance companies you still have full assurance of complete 
and continuous protection. That mark of integrity is just as 
"lmportant a part of Keeshin Dependable Service as 
careful handling and fast transportation. 


We offer you expeditious, safe distribution through 
Illinois, Indiana, Southern Michigan, Southern Wisconsin 
and Eastern lowa. Ten company owned terminals and over 
two hundred highway units. 


- 


President. 


1453 Washburne Ave. 
Chicago 
Telephones: Canal 8700 to 8711 
KEESHIN MOTOR EXPRESS, INC., OF INDIANA 


TERMINALS: 


In INlinois—Chicago, Rockford, Sterling, Peoria, Freeport 
In Indiana—Fort Wayne, South Bend, Michigan City, Indianapolis 
In lowa—Davenport, Clinton, Des Moines 


Member: American Highway Freight Association 
Favoring Federal and State Regulation 


While You Sleep—Your Shipments Move Safely to 
Destination 
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“sHip SHENANDOAH” 


One of the last of the great sailing ships that 


carried the American Flag to the “seven seas” was the full-rigged 
ship Shenandoah commanded by Capt. “Jim” Murphy for seven 
years. The Shenandoah was launched at Bath, Me., in 1890, and 
in point of capacity was said to have been the largest sailing ship 
ever built in the United States—length 300 feet with a spread of 
canvas of 11,000 yards and a capacity of 3258 tons. 


Into the making of the Shenandoah went 800 tons of hard woods 
and a million and half feet of Southern Pine. Her first voyage was 
from New York to San Francisco and her arrival at the latter port 
was a marine event. She spent the most of her life on the Cape 
Horn run—San Francisco to New York—and made a number of 
sailing records, one day sailing 313 miles. 


On her last voyage from San Francisco to New York in 1g10, the 
Shenandoah carried a cargo of scrap iron from the ruins of the San 
Francisco fire. At last shorn of her masts she became a coal barge 
on Long Island Sound. Her fate was to be rammed, sunk, and then 
blown up as a menace to navigation. 
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your old equipment 
might do.... 


UT since they won't stretch, the efficient 
thing is to install McBee Vertical-Flat 
Tariff Files to accommodate the new, large- 
size tariffs or any tariff that’s issued, regard- 
less of size. 


Install this specialized McBee equipment 
now, and give up trying to make a Q-inch 
pigeon hole house a 4-inch tariff. 


McBEE VERTICAL-FLAT 
TARIFF FILES 


AN assembly near the clerk’s 
desk puts tariffs within easy 
reach, saving time. Each drawer 
is a separate unit, permitting 
formations of single-unit drawers 
in floor space ordinarily wasted. 


All-steel. 
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McBEE RATE DESK 
Cieaiinie desk and filing 


facilities, saving floor 
ace. Asa file for numerous 
Traffic Department tariffs and 
records, it saves the time wasted on vem 
trips between desk and filing case. A‘Ml- steel. 





WRITE! for Literature 
enon and 
Prices. 


THE McBEE COMPANY 


ATHENS, OHIO 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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RAIL “COORDINATION” 

T may or may not be significant that, at his meeting 

with the railroad coordinating committees July 14, 
when there were so many things that he might have been 
expected to tell the railroads they should do, the only 
specific suggestion made by Coordinator Eastman was 
that the railroad executives should cut their salaries, 
with the veiled threat that, if they did not do it, he 
would do it for them. Significant also may be the rea- 
son he gave for suggesting these cuts—not that they 
would have any material effect on the net revenue of 
the railroads, but that they would serve to put the rail- 
roads “right” with the public; in other words, the cuts 
are advocated for their psychological effect. We may 
be making too much of this matter—though, on the other 
hand, it is possible we may be making too little of it— 
but we hope the coordinator is not going to use his power 
and energy in adjusting matters of little moment and 


that the motive behind his actions is not to be chiefly 


the desire for psychological effect. 

As to the salaries of high railroad executives, as 
Mr. Eastman himself points out, cutting them to the 
bone—or even abolishing them altogether—would have 
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no appreciable effect on railroad revenue. However, if 
they are too high they should be cut, as a matter of 


principle. He considers the matter in the light of pres- 
ent day conditions and not in its wider aspect—which, 
of course, is the way for him to consider it. Perhaps, 
even if the salaries would not be considered too high in 
ordinary or prosperous times, they are too high now 
when the striving is for economy to meet an emergency. 
The matter is a small one, but it should receive attention. 

However, we know of no abstract manner of dealing 
with this problem nor any standard by which we might 
conclude that the present salaries of railroad presidents 
are too high, in and of themselves. Doubtless, some rail- 
road presidents are overpaid as, doubtless, some are 
underpaid, considering their real value to the roads they 
serve. The test, it seems to us, should be, not the size 
of the salary but the ability of the individual to earn it. 
A scientific and correct solution of the problem demands. 
not a horizontal cut in salaries, but a determination of 
just what each individual executive is worth to his rail- 
road and a fixation of his salary accordingly—with then, 
perhaps, a horizontal cut in accordance with the tempo- 
rary necessity for economy. From the railroad point 
of view, the desire ought to be, not necessarily to reduce 
the salary of a president, but to find a president who 
can earn the salary that such a position ought to pay 
to the right man. 

Aside from the one matter with which we have been 
dealing, Mr. Eastman’s remarks to the railroad com- 
mittees showed an intelligent comprehension of the law 
under which he is acting and a patriotic desire to enforce 
it understandingly and fairly. We are especially pleased 
with the emphasis he gave to his duty, under the law, to 
study the entire transportation problem with a view to 
making recommendations for permanent legislation and, 
though we have not thought it necessary to set up this 
dictatorship over the operation of railroads in order to 
determine what should be done to devise a permanent 
transportation policy, we hope for much from the intel- 
ligent study Mr. Eastman may be expected to make and 
the emphasis a report will have, coming from him. The 
picture he drew of the consummation to be desired ap- 
peals to us as leaving little to be wished for. It is an 
ideal, to be sure, and we may never reach that ideal, but, 
as he points out, one must strive for the ideal in order to 
get anywhere worth going. But his ideal is reasonable 
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and ought to be easy of accomplishment. Conditions 
may change, of course, before his recommendations are 
formally made and, of course, his recommendations, 
when he comes to make them, may not be what they 
would be if he were to make them now, but if they were 
made now we believe they could be enacted into law. 
Our greatest fear with respect to the temporary coordi- 
nator law is that it may so complicate and delay things 
that a golden opportunity to get things done right will 
have passed. However, we believe Mr. Eastman has a 
“head on his shoulders.” We do not agree with him 
in everything and we may criticize some of the things 
he does in his new capacity as coordinator—though, 
even so, the criticism may be due to the law under which 
he is acting rather than to his own faults—but we believe 
we may look to him for as reasonable as possible action 
under the coordinator act and as wise as possible recom- 
mendations for permanent action. 


ABANDONMENT OF LINES 


HILE Coordinator Eastman and the regional rail- 

road coordinating committees are beginning their 
search for ways in which economies may be effected in 
railroad operation, figures in the files of the Commission 
show that railroad managements have been unusually 
active in eliminating unprofitable lines. 

A check of the Commission’s records shows that, in 
what may be termed the “depression” years of 1930, 
1931, 1932, and the first six months of 1933, there was 
a substantial increase in the number of miles of line 
abandoned as compared with the total authorized since 
the transportation act became effective in 1920, the 
Commission having obtained its power to authorize 
abandonments through that act. 


Through June this year, the Commission, since 1920, 
had authorized the abandonment of approximately 9,600 
miles of railroad—more than half of this in the period of 
depression. These totals are only indicators of what 
has been going on because, included in them, are mile- 
ages of abandoned operations where lines are. not dis- 
mantled and may be used again, or there may be included 
abandonment of operations by lines under trackage 
rights. However, the figures, for the most part, show 
the trend as to actual abandonment of lines. 

This acceleration of abandonments may be attrib- 
uted chiefly to two causes—the rapid development of 
highway transportation and the depression. The former 
may be safely said to be the dominating cause. This is 
revealed in the abandonment reports of the Commission 
and in the applications filed by carriers seeking authority 
to abandon. Most of the reports and applications refer 
to the fact that busses and trucks and the private auto- 
mobile operating over improved highways in the terri- 
tories served have taken traffic away from the rail lines. 
What has occurred. in many instances, has been simply 
a substitution of highway for railway service. The 
depression is probably only a minor cause in view of the 
fact that a temporary falling off in traffic would not be 
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considered justification for abandonment. However, it 
has, no doubt, been an important indicator of the per. 
manently weak spots in the railroad system and has 
spurred management, pressed to make all possible say. 
ings, to cut out, where possible, the loss-producing 
segments of systems, based on the experience of a nunm- 
ber of years, and making allowances for lack of traffic on 
account of the depression. 

The statistical record of the abandonment situation, 
as reflected in the authorizations by miles for each year 
ended with October 31, follows: 1921, 701; 1922, 526; 
1923, 523; 1924, 454; 1925, 651; 1926. 592; 1927, 830; 
1928, 587; 1929, 539; 1930, 1,807, 1931, 1,019; and 1932, 
1,418. , 

From November, 1932, to June, 1933. inclusive, the 
abandonments authorized totaled 1,631 miles. This ex. 
ceeded the total for any full year since 1820 except, as 
indicated, for the year ended October 31, 1930. Aban-. 
donments by miles authorized since last October, by 
months, follow: November, 222.38; December, 54.76; 
January, 65.64; February, 227.05; March, 238.76; April, 
276.01; May. 156.57; and June, 340.49. 

Virtually all the abandoned mileage was that of 
so-called branch lines There have been some exceptions, 
but the story as to each frequently has been the same in 
substance. Though the improved highway has been the 
principal cause of many abandonments, there have, of 
course, been a number of instances in which branch lines, 
such as logging or mining roads, had served their pur- 
pose, and such lines would have ceased operations 
anyway. 


AN UNIDENTIFIED CRITIC 


We have a communication from St. Louis, the signature to 
which cannot be deciphered and there is no other identification, 
the letter being on plain paper and enclosed in a plain envelope. 
It bears every indication of an anonymous letter or, rather, one 
with a fictitious signature, but, lest it be from a bona fide sub- 
scriber who is not trying to hide his identity, we mention the 
substance of it, which is that we are wrong in our statement 
that employes of the Inland Waterways Corporation travel on 
railroad passes and that we are impertinent in criticizing the 
judgment of the President of the United States in appointing 
J. B. Eastman federal coordinator of railroads. As to the first, 
if the writer, who is evidently an employe of the Inland Water- 
ways Corporation, does not travel on a railroad pass it is be- 
cause he has not asked for one or because his boss does not 
care to get one for him. The railroads “exchange” passes with 
the Inland Waterways Corporation. As to the second count in 
the indictment, we did criticize President Roosevelt for putting 
through the coordinator bill, but we did not criticize his ap- 
pointment of Mr. Eastman—though we hold ourselves free to 
criticize the President in whatever respect seems good to us. 
That is the privilege of the press and of the citizen who pays the 
President’s salary; doubtless our correspondent has _ himself 
done it many times. At least, when we criticize anyone, we 
do not hide our head, which is the habit of the cowardly persons 
who write letters of this sort——Editor The Traffic World. 


LOANS TO RAILROADS 


The Pennsylvania Railroad has paid off all but $5,000,000 
of the loan of $27,500,000 obtained from. the Reconstruction 
Finance Corporation to finance continuation of its electrification 
program between New York and Washington. 

The Commission, by division 4, in Finance No. 9936, Erie 
Railroad Co. reconstruction loan, has revoked its approval of 
a loan of $1,500,000 to the railroad, dated April 29, 1933, the 
applicant having obtained a loan from the Railroad Credit Cor- 
poration for that amount, making a loan from the R. F. C. 
unnecessary. 
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Now that the London economic con- 
ference is ending with nothing tangible 
accomplished, students of world con- 
gresses, conferences, and what-nots in- 
tended to cure aches and pains, may be 
thinking that the thing most needed is a 
smoother-out ont compromiser such as was Prince Clement 
Metternich, the Austrian minister whose diplomacy probably 
was as much the cause of the final downfall of Napoleon as the 
guns at Waterloo. Metternich, with his congresses at Aachen 
(Aix-la-Chapelle) and Vienna, not to mention those of lesser 
note, made so nearly a satisfactory liquidation of the French 
Revolution-Napoleonic debacle that Europe escaped a general 
war from 1815 to 1914. 

If the world war has been liquidated so as to assure peace 
for ten years more, many observers are unable to see it. Met- 
ternich left France a great power and made Talleyrand help him 
apply bandages where needed, even if he was the representative 
of the defeated party. 

But for Bismarck’s vanity, the peace might not have been 
generally shattered in 1914. Old “blut und eisen” got so sore 
at Gortchakoff, the Russian, stealing the spotlight at the meet- 
ing of the powers in Berlin in 1877 that, though the soreness did 
not wreck the Berlin Congress of the next year, Prussian and 
Russian relations became so strained that their long-standing 
entente cracked. France then stepped in as the friend of 
Russia in western Europe long before they made their open 
alliance in 1892 and paved the way for the isolation of the cen- 
tral powers, made complete by the rapprochement between 
France and England after 500 years of war and strained rela- 
tions, in the time of Edward VII, who violently disliked his 
nephew, William II. 

Gortchakoff hogged the calcium light of publicity by giving 
out a statement for the press as to what was to be done in 
Bismarck’s home town before the imperial chancellor had a 
chance to talk, which, in the opinion of Emil Ludwig, was the 
beginning of the drifting apart of Russia and Prussia, the latter 
then, as now, the big boy in the reich. 

Metternich, born a Rhinelander, Austrian by adoption, 
brought compromise in Europe, instead of unbridled revenge 
by the victors, after Napoleon fell. He used the theory that 
France was not responsible for what her government had done 
in the revolutionary and Napoleonic periods and that, therefore, 
her punishment must not degrade her from her place as a power. 
His diplomacy drove a wedge between the French people and 
Napoleon, even as President Wilson drew a line between the 
German people and the Hohenzollerns. But Wilson could not 
have his way at Versailles, except as to the League of Nations 
which his own country rejected. 

And none of the conferences since the one that brought 
forth the treaty of peace has been able to do much with the 
economic ills that followed if they did not grow out of the war, 
no really compromising Metternich having appeared among the 
office holders sent to them. 


World May Be 
Suffering for Lack 
of a Metternich 





Texas, long time fighter against what 
it deemed the encroachment of the fed- 
eral power on account of decisions by 
the Commission against 'Texas-made 
rates, appears to be in for another period of anguish over further 
encroachments. The determination of the federal government 
to prevent the transportation of illegal petroleum and its prod- 
ucts will be the cause of this approaching period. 

Texans have sent threats to Secretary Ickes, of the Depart- 
ment of the Interior, that if he undertakes to interfere with 
shipments from the east Texas field, they will seek to enjoin 
him. The secretary says he thinks such talk idle and of no 
effect. Having, as he says, two good lawyers in Texas, he has 
no fears as to the outcome. 

This fight, however, will differ somewhat from the fight that 
first produced the Shreveport decision and then the thirteenth 
section of the interstate commerce act. In this conflict, the 
federal government will be in the attitude of giving force and 
effect to the Texas statute providing for rationed or prorated 


May Be Bitter Days 
Ahead for Texans 
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production of petroleum. Instead of seeking to strike down the 
Texas law, Washington will seek to uphold what it conceives 
to be the Texas law. 

Texans themselves seem to be uncertain about their law. 
In some parts of Texas the state courts uphold the validity of 
orders made by the Texas commission. In others, the confused 
judicial mass appears to indicate an entirely different view as 
to what the law is. 

The federal government will uphold the view that petroleum 
produced in violation of what appears to be the allowable pro- 
duction in this, that, or the other district of field, is illegal or 
“hot.” 

Some day the Supreme Court of the United States, perhaps, 
will have to make a decision that will bring quiet among the 
Texans themselves. It may be that the efforts of the federal 
government to prevent the shipment of hot oil will bring about 
a decision that will be as clarifying as the opinion of that body 
in the Shreveport case. But before that decision is made (it is 
assumed that it will be in favor of the federal government), 
Texans who regard any of what are called advances by the 
federal power to be encroachments on the rights of a state, will 
have several hours of pain. 





A public man who can increase 
wages and employment without caus- 
ing an increase in prices can stay in 
office forever. Such a man would 
have the approval of those who want 
to sell high and buy low—namely, 
nearly everybody. There would be no need of his ever making 
a campaign for re-election. 

Just now the continuous struggle between the buyer who 
wants to pay out but little and the seller who asks for much 
and then some more, is emphasized. Every time prices go up 
some part of the government lets out a growl and suggests 
putting the law on somebody. And yet there is the National 
Recovery Administration trying to increase wages and shorten 
hours of work. That, it might be suggested, is but another way 
of describing higher prices. Coordinator Eastman is to make 
railroad economies but not cut employment below the May level. 
If, by reason of the increase in railroad employment in June, he 
promulgates an order that deprives some of the new men of 
their work, President Roosevelt is likely to hear about such a 
proceeding. He is hearing plenty about the 3,000 or 4,000 gov- 
ernment clerks in Washington who have received the blue slip 
of dismissal (nobody seems to be able to find out just how many 
there are), and what purport to be assurances of re-employment 
are being offered to the disconsolate ones, in his name. 

The new agencies of government, it might be observed, will 
leave the government pay roll henceforth just about as large 
as it was before the Roosevelt administration began slashing it. 
But the new men will be Roosevelt men in the sense that they 
will be engaged on pet plans of Roosevelt. The Department of 
Commerce, which was Hoover’s pet, has been gutted of its 
bureaus and personnel. That is in accordance with the popular 
interpretation placed on the election returns. Should President 
Roosevelt be thrown out of office four years hence, his successor 
will abolish the Roosevelt pets and the struggle between buyer 
and seller will go on as before. 


Eternal Struggle 
Between Buyer and 
Seller Emphasized Now 





Any American inclined to shiver lest the 
world’s supply of fuel disappears in his life- 
time is spiritually akin to the little girl, who, 
looking at the blazing logs in the fireplace 
burst into tears because of the horror she felt over the possi- 
bility that her little granddaughter’s cat would fall into the fire 
and be consumed. He should consult the Minerals Division of 
the Department of Commerce for what ails him. That division 
has been making a study of world production of major minerals 
and here are some of the things it has found: 

Approximately 69 per cent of the estimated 7,397,000,000,000 
metric tons of the world reserve of coal is located in North 
America. Asia, with many times as many inhabitants as the 
United States, has only 17 per cent of that reserve. 

Twenty-five billion barrels of petroleum are estimated to be 
in the world’s reserve of what many believe to be fish and other 
marine animal oils, mixed, in the case of the sour oils of north- 
western Ohio, Indiana and Illinois, with enough sulphur to give 
them the rotten egg aroma. About 61 per cent of that reserve is 
estimated to lie in the western hemisphere, the United States’ 
share of the total being about 48 per cent. Russia, Iraq, and 
Persia are suspected of having about 38 per cent of the total 
reserve, 

There is much uncertainty about the reserves of iron ore. 
No attempt is made in the survey to state the reserve in tons 
or any other unit of measurement. The metallic copper reserve 
is estimated at 100,000,000 short tons, with Chile having 34 per 
cent of the reserve, Rhodesia 27 per cent and the United States 


The Cold Day 
Still Far Away 








PAGE 126 





only 20 per cent. With uncertainty about iron ore it may be- 
come necessary to start a campaign for the saving of needles and 
safety razor blates so the world may have the steel for the 
construction of flying machines with which to do business when 
railroads and automobiles have become wholly obsolete. 


The money Americans put into 
postal savings, seemingly, has become 
a business barometer, the reading of 
which may not be the same by each 
reader. Large deposits, it may be 
hazarded, indicate a lack of- confidence 
in the ordinary banks with which the government competes by 
means of its savings attachment to the Post Office Department. 

One fact is outstanding in any compilation of figures. It is 
that the deposits have shown a continued growth. The increase 
in deposits in June was the smallest since the bank crisis early 
in the year. A statement on the subject by the Post Office De- 
partment, in part, follows: 


Postal Savings a New 
Business Barometer 
to Be Read 


For the first time in the history of the postal savings, the deposits 
reached the billion dollar mark in March of this year, an all-time 
total. In February of this year the total amount reached the until- 
then-stupendous figure of $1,005,570,000. In March, 1933, there was an 
increase of $106,002,815. Then, indicating the restoration of confidence 
in the banking system following the constructive steps taken by the 
President in the banking situation, the monthly increases began to fall 
off until in June there was an increase of only $6,606,083. With this 
increase the postal savings as of July 1 represented the largest figure 
in history, $1,184,948,200. Commenting upon these figures, Clinton B. 
Eilenberger, Third Assistant Postmaster General, said: 

I regard this showing as an indication of the restoration of busi- 
ness throughout the nation with millions of dollars now being dis- 
tributed through regular trade channels where several months ago this 
normal flow of money was directed into postal savings accounts, Fur- 
thermore, this may also be taken as a return of popular confidence in 
the banking institutions of the country.—A. E. H 


REVENUE FREIGHT LOADING 


On the basis of the latest complete reports revenue freight 
loading thus far this year is within 742,807 cars of the total for 
the corresponding period of 1932. At this time last year the 
loading was over 5,000,000 cars behind the corresponding 1931 
period. 

Though loading declined the week ended July 8 compared 
with the preceding week on account of the Fourth of July holi- 
day, the total of 539,223 cars was 123,295 cars above that of the 
corresponding 1932 period, which also included the holiday. The 
decrease as compared with the preceding week was 94,851 cars, 
which was less than a day’s loading on the basis of the loading 
of the preceding week. These figures indicated that the upward 
trend in loading in progress for some time had not been halted. 

Compared with the corresponding week in 1931, according 
to the car service division of the American Railway Association, 
which did not include the Fourth of July holiday loading the week 
ended July 8 this year represented a reduction of 223,221 cars. 
In the 1931 week that did include the holiday, however, loading 
totaled 667,630 cars or 128,407 above the loading the week ended 
July 8 this year. 

Loading of all commodities the week ended July 8 showed 
increases over the same week in 1932. 

Miscellaneous freight loading totaled 200,039 cars, a de- 
crease of 36,162 cars below the preceding week, but an increase 
of 49,769 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
146,331 cars, a decrease of 25,031 cars under the preceding week, 
but 3,161 cars above the corresponding week last year. 

Grain and grain products loading for the week totaled 44,940 
cars, a decrease of 1,183 cars below the preceding week, but 
14,647 cars above the corresponding week last year. In the 
western districts alone, grain and grain loading for the week 
ended July 8 totaled 31,311 cars, an increase of 9,461 cars above 
the same week last year. 

Forest products loading totaled 21,440 cars, 6,679 cars be- 
ag a preceding week, but 10,068 cars above the same week 
in 1932. 

Ore loading amounted to 16,358 cars, a decrease of 1,055 
cars below the week before, but an increase of 10,918 cars 
above the corresponding week in 1932. 

Coal loading amounted to 90,382 cars, a decrease of 21,920 
cars below the preceding week, but 30,387 cars above the cor- 
responding week in 1932. 

Coke loading amounted to 6,250 cars, 940 cars below the 
preceding week, but 3,790 cars above the same week last year, 
and 1,170 cars above the same week two years ago. 

Live stock loading amounted to 13,483 cars, a decrease of 
1,881 cars below the preceding week, but an increase of 555 cars 
above the same week last year. In the western districts alone, 
loading of live stock for the week ended on July 8 totaled 
9,732 cars, an increase of 508 cars compared with the same 
week last year. 
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All districts reported increases in the total loading of alj 
commodities compared with the same week in 1932, but alj 
reported decreases compared with the corresponding week ip 
1931. 

Revenue freight loading by districts the week ended July 
8 and for the corresponding period of 1932 was reported as 
follows: 


Eastern district: Grain and grain products, 6,318 and 4,171: 
live stock, 1,539 and 1,486; coal, 19,446 and 13,456; coke, 1,544 and 
671; forest products, 1,299 and 1,091; ore, 2,027 and 997; merchandise, 
L. C. L., 39,990 and 37,233; miscellaneous, 46,237 and 32,565; total, 
1933, 118,400; 1932, 91,670; 1931, 162,051. 

Allegheny district: Grain and grain products, 2,966 and 1,974; 
live stock, 1,099 and 1,188; coal, 23,490 and 15,455; coke, 2,639 and 91): 
forest products, 1,450 and 463; ore, 2,924 and 737; merchandise L, 
Cc. L., 29,589 and 28,989; miscellaneous, 46,088 and 29,609; total, 1933, 
110,245; 1932, 79,330; 1931, 148,554. 

Pocahontas district: Grain and grain products, 383 and 196; 
live stock, 191 and 182; coal, 28,753 and 18,161; coke, 294 and 139; 
forest products, 654 and 351; ore, 63 and 31; merchandise, L. C. L,, 
4,455 and 4,084; miscellaneous, 4,452 and 3,417; total, 1933; 39,245; 
1932, 26,561; 1931, 45,821. 

Southern district: Grain and grain products, 3,962 and 2,102; live 
stock, 922 and 848; coal, 11,378 and 7,638; coke, 367 and 187; forest 
products, 7,548 and 3,999; ore, 463 and 82; merchandise, L. C. L, 
25,325 and 23,816; miscellaneous, 28,817 and 21,639; total, 1933, 78,782; 
1932, 60,311; 1931, 103,167. 

Northwestern district: Grain and grain products, 10,806 and 3,895; 
live stock, 3,678 and 2,960; coal, 2,873 and 1,678; coke, 1,192 and 415; 
forest products, 4,434 and 2,390; ore, 10,224 and 2,958; merchandise, 
L. C. L., 16,484 and 17,670; miscellaneous, 21,167 and 18,809; total, 
1933, 70,858; 1932, 50,775; 1931, 106,177. 

Central western district: Grain and grain products, 14,984 and 
12,979; live stock, 5,068 and 5,049; coal, 2,721 and 2,332; coke, 118 
and 75; forest products, 3,132 and 1,841; ore, 484 and 546; mer- 
chandise, L. C. L., 19,814 and 20,435; miscellaneous, 30,614 and 28,092; 
total, 1933, 76,935; 1932, 71,349; 1931, 127,264. 

Southwestern district: Grain and grain products, 5,521 and 
live stock, 986 and 1,215; coal, 1,721 and 1,275; coke, 96 and 
58; forest products, 2,923 and 1,237; ore, 173 and 89; merchandise, 
L. C. L., 10,674 and 10,943; miscellaneous, ‘22,664 and 16,139; total, 
1933, 44,758; 1932, 35,932; 1931, 69,410. 

Total, all roads: Grain and grain products, 44,940 and _ 30,293; 
live stock, 13,483 and 12,928; coal, 90,382 and 59,995; coke 6,250 and 
2,460; forest products, 21,440 and 11,372; ore, 16,358 and 5,440; mer- 
chandise, L. C. L., 146,331 and 143170; miscellaneous, 200,039 and 
150,270; total, 1933, 539,223; 1932, 415,928; 1931, 762,444. 


4,976; 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 





1933 1932 1931 

Four weeks in January ......0. 1,910,496 2,266,771 2,873,211 
Four weeks in February........ 1,957,981 2,243,221 '2,834,119 
Four weeks in March........... 1,841,202 2,280,387 2,936,928 
Prive. Weeks tm AOrl. .6<ccccccaee 2,504,745 2,774,134 3,757,863 
Pour WEEKS im MAY. «6.0 ccccccss 2,127,841 2,088,088 2,958,784 
Four weeks in June............. 2,265,379 1,966,488 2,991,950 
WOO GROG DUy Lic i.cccccccsves 634,079 488,281 667,630 
Week ended July 8..-......cccse 539,223 415,928 762,444 

MEME Sase ne raewuiierscnndaesea 13,780,941 14,523,748 19,782,929 


ANTHRACITE TO NEW ENGLAND 


Lowered rates on prepared sizes of anthracite coal from 
Pennsylvania mines to eastern and southern New York and 
New England (see Traffic World, July 15, p. 99) will be filed 
with the Commission by the eastern trunk lines in accordance 
with their notices on that subject. But whether they will be 
filed on statutory or shorter notice is still an open question. 
Early in the week the carriers withdrew their sixth section 
application for permission to make them effective on ten days’ 
notice and the Commission, for record purposes, marked the 
application as having been denied. Later in the week the Com- 
mission was informally advised that the application for per- 
mission to make the rates operative on less than the statutory 
notice would be renewed. 

Fourth section permission of a temporary character, such 
as in effect on the rates now in use, has been granted to the 
carriers desiring to cut their charges so as to meet competition 
of other fuels and other methods of transportation. The per- 
mission permits the carriers to cut their $4.28 rate, now in 
effect at Boston, to $3.65 and to make reductions at interme- 
diate points, although the latter, under the fourth section per- 
mission granted by the Commission, will continue to be higher 
than the rate of $3.65 proposed for application to Boston. The 
new intermediate rates will range from $3.80 to $4 a long ton. 


SOYA BEAN RATE QUIRK 


The Commission has authorized the Michigan Central to 
publish, on five days’ notice, a rate of 18.5 cents on soya beans 
from Dearborn, Mich., to Decatur, Ill. The beans were pur- 
chased by the A. E. Staley Manufacturing Co. It was assumed 
that the elevator in which they were stored at Dearborn, Mich., 
was within the switching limits of Detroit, Mich., and that the 
Wabash could handle the traffic. It was found, however, that 
the elevator was not in the Detroit district, hence the applica- 
tion of the Michigan Central. 
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Decisions of Interstate Commerce Commission 





OO: 


CHICAGO SWITCHING RATES 


ARRIERS serving the Chicago switching district are required 

by the decision and order of the Commission in No. 19610, 
switching rates in the Chicago switching district, with which 
it is joined, No. 24950, Acme Steel Co. et al. vs. A. T. & S. F. 
et al., to establish switching rates within the Illinois and 
Indiana intrastate parts of that district, not later than Septem- 
per 20, not less than they maintain on interstate traffic. The 
order does not require the carriers to establish the interstate 
level between Chicago and Chicago Heights. However, the 
Commission in its report, on further hearing, again directs at- 
tention to a statement on that point appearing in its prior report 
177 I. C. C. 669, made July 31, 1931. 

In the former report it said that considering all the facts 
it was evident that the present rates between Chicago and Chi- 
cago Heights were too low and that rates somewhat in excess 
of the corresponding 2-line and 3-or-more-line rates within the 
district would not be unreasonable for application between Chi- 
cago Heights and the Chicago switching district. The Illinois 
and Indiana commissions would not allow the carriers to raise 
the intrastate rates. 

Omission from the order of the rates between Chicago and 
Chicago Heights was made, because, while the thirteenth section 
phase of the matter was brought in issue, it was not included in 
the order reopening the proceedings for further hearing. 

The formal complaint was dismissed on a finding that the 
interstate all-commodity switching rates, applicable within the 
Chicago district and between that district and Chicago Heights, 
were not unreasonable. 

The finding upon which the order was based was that the 
maintenance of intrastate switching rates and carload minimum 


19 OOo 


‘weights in Illinois and Indiana within the Chicago switching 


district and between the district and Chicago Heights lower than 
the corresponding interstate rates had not been shown to be 
unduly prejudicial to interstate shippers or localities, but to 
result in unjust discrimination against interstate commerce, 
which is to be removed in the manner hereinbefore indicated. 

In the prior report the Commission found that the switch- 
ing rates proposed by the respondents, of 3 cents a 100 pounds 
for 1-line hauls, 3.5 cents for 2-line hauls, and 4 cents for 3-or- 
more line hauls, minimum 60,000 pounds, would not be unrea- 
sonable for the future for application within the Chicago dis- 
trict, and prescribed rates not in excess thereof to be published 
on an all-commodity basis, except railway equipment on its own 
wheels. The same rates were found not unlawful for applica- 
tion between Chicago Heights and the Chicago switching dis- 
trict except in so far as they might be in conflict with the 
findings in No. 16116, Indiana State Chamber of Commerce vs. 
A, T. & 6. 2.,. 13% &. Cc. €. Si. 

No specific finding was made or order entered then as to 
the Illinois and Indiana intrastate rates within that district, 
but the Commission said that a large percentage of the traffic 
Was intrastate in character. It added that the record did not 
disclose any difference in the conditions surrounding the han- 
dling of the interstate and intrastate movements. The state 
commissions found that the carriers had failed to justify the 
increased rates proposed and required their cancellation as of 
November 10, 1931. Upon carrier petition the Commission re- 
— the proceeding for the further heairng which has been 

eld. 


Various interests within the switching district sought to 
have the Commission’s order as to interstate rates set aside 
but their petition was denied. Thereupon, said the Commission, 
the complaint of the Acme Steel Co. was filed, formally attack- 
ing the rates which became effective on December 10, 1931. 

Among the contentions advanced by representatives of the 
two state commissions against the increased rates were: Falling 
off in the volume of traffic; improvement in the highways within 
the district resulting in diversion of much additional tonnage 
from the rail lines for movement by truck; the decline in value 
of many of the articles or commodities transported; reduction in 
wages and cost of supplies; and curtailment in the amount of 
rst rendered by the carriers to the industries within the 
district. 

Much of the testimony submitted in regard to truck com- 
petition, the report said, related particularly to the heavy load- 
ing commodities such as crushed stone, sand and gravel, brick 
and coke. Reference, the report said, was also made to 
movements by boat and pipe line. An attempt was made, it 














added, to show the actual cost of movements by truck, but the 
figures differed widely, depending in part on whether the trucks 
were owned and operated by the shippers, and partly whether 
the movement was in contract trucks. 

The evidence disclosed, said the Commission, that with re- 
spect to some traffic the carriers could not make rates low 
enough to regain the traffic from the trucks to the rail lines. 
“Furthermore,” said the report, “we may not lawfully require 
reductions in rates below a reasonable level in an effort to 
keep traffic upon the rail lines or to meet motor truck or water 
competition.” 

In its findings the Commission said that while the evidence 
showed that the existing competition by motor truck was mate- 
rial and indicated that that means of transportation would be 
utilized to a greater extent if the intrastate rates were increased 
and that therefore some additional tonnage in all probability 
would be lost to trucks or diverted to barge and pipe line move- 
ment, the record nevertheless was convincing that the carriers 
would derive a substantial increase in revenue if the intrastate 
rates were increased to the interstate basis, “and we so find.” 

Chairman Farrell, in a separate expression, said he dis- 
sented from the conclusion that unjust discrimination against 
interstate commerce resulted from the fact that the Indiana and 
Illinois switching rates involved were somewhat lower than 
interstate rates covered by theh majority report, because, in his 
opinion, those disparities in rates, as shown by statements of 
fact included. in the report, were justified by differences in 
the transportation services, performed by the carriers, to which 
the rates were applied. He said he was authorized to state that 
Commissioner Atchison joined in that expression. 


SUGAR CASES OF 1933 


In its report in I. and S. No. 3814, sugar from Gulf and 
south Atlantic points; I. and S. No. 3829, sugar from eastern 
points to central territory; I. and S. 3837, sugar from New Orleans 
to Arkansas, Missouri, and Oklahoma; fourth section application 
No. 14080, on reargument; and fourth section application No. 
14816, collectively known as the sugar cases of 1933, the Com- 
mission said the five cases represented a contest among the rail- 
road, water and motor truck carriers, for the great volume of car- 
load sugar traffic which moved from Atlantic and Pacific coasts 
and Louisiana cane sugar refining points and from interior beet 
sugar manufacturing points to central territory and certain 
middle western points and, particularly, to Chicago, “the coun- 
try’s largest market.” (See Traffic World, July 15.) 

The five cases, the report said, involved indirectly business 
strife among sugar interests having plants at competing origin 
points. In the main, the report added, they embraced the same 
traffic as was covered by Sugar Cases of 1922, 81 I. C. C. 448, out 
of which came a general readjustment of the all-rail sugar rates, 
representing a compromise on the part of the principal shippers 
and rail carriers. That decision, the report added, had stood 
without substantial modification for about ten years. 

“However, conditions have now materially changed,” said the 
report. “Into the transportation field have lately come new and 
powerful competitive forces in the form of water and truck 
carriers that maintain much lower rates than the rail carriers. 
They have made serious inroads on the traffic of the latter car- 
riers and are threatening soon to take still more of it. To cope 
with the situation the respective sets of rail carriers serving 
the origin groups mentioned are here seeking, independently of 
each other, drastic, sweeping, and quick reductions in rates. 
They are doing so with the hope of retrieving their losses of 
traffic and increasing their revenues to at least some extent.” 

If the proposed reduction did not have the desired result, 
the report said, the rail carriers expected to console themselves 
with the thought that the present rates, if continued, would 
cause them even greater losses. In other words, the report said, 
the carriers were willing to make these reductions rather than 
run the risk of the further losses which continued maintenance 
of the existing rates might entail. 

“While the loss of traffic by the rail carriers is a matter for 
our serious consideration,” said the report, “the rights of the 
water and truck carriers and the value of their services to the 
public must not be overlooked. This is particularly true with 
respect to certain barge lines operating on the Mississippi, Ohio 
and Illinois Rivers under our findings of public convenience and 
necessity. The rail carriers urge that they should be left rea- 
sonably free in the exercise of their managerial discretion and 
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that they are within their legal rights in attempting to put the 
proposed reductions into effect. Protestants’ contentions (made 
to a considerable extent by barge lines) are principally that 
respondents have abused their managerial discretion, that the 
proposed reduced rates are not reasonably compensatory, that 
they are lower than competition justifies, that they would unduly 
harm the water and truck carriers, disturb long-existing railroad 
rate relationships, bring on a collapse of the railroad sugar-rate 
structure, and result in needless sacrifices of revenue.” 

With regard to rates from the Atlantic Seaboard to Chicago 
and central territory points, involved in I. and S. No. 3829, the 
Commission found justified the proposal of the eastern railroads 
to establish the rates on a basis of 27.5 per cent of first class 
without the surcharge, in lieu of fifth class rates, which basis had 
been in effect for many years. The fifth class basis established 
on December 3, 1931, is 35 per cent of first class. No changes 
were proposed in the present minima which were and are 40,000 
pounds east of the Indiana-Illinois line and 60,000 pounds west 
thereof. 

With respect to rates from New Orleans, La., Savannah, 
Ga., and other southern refining points to Chicago and other 
central territory points, involved in I. and S. No. 3814, the Com- 
mission found that the carriers had justified the rates proposed 
under a 60,000 pounds minimum, typical of which was a rate of 
39 cents from New Orleans to Chicago to replace a rate of 56 
cents. The Commission found not justified the rates proposed on 
an 80,000 pound minimum, typical of which was a rate of 30 
cents from New Orleans to Chicago. Instead the Commission 
said that the railroads had justified rates 4 cents higher. 

With regard to rates from Louisiana to destinations in 
Arkansas, southern Missouri, and points in eastern Oklahoma, 
involved in I. and S. No. 3837, the Commission found that the 
carriers had not justified rates as low as they had pro- 
posed, but said that rates made 20 per cent of first class without 
the surcharge had been justified, provided that the same basis 
was promptly made effective throughout the southwest. 

In fourth section order No. 11300, based on fourth section 
applications Nos. 14080 and 14816, carriers for whom Toll and 
Boyd are agents have been given relief to establish a rate of 65 
cents, minimum 80,000 pounds, from San Francisco bay points to 
Chicago, Milwaukee, St. Louis and related points provided that 
no rate to points west of Ogden or Salt Lake City, Utah, or 
Williams or Phoenix, Ariz., shall exceed the rates to Chicago 
and the other points mentioned. They have also been given 
relief to establish rates from sugar producing points in Colorado, 
Nebraska, Wyoming, Kansas, Utah, Idaho, Montana, Minnesota, 
South Dakota, and Iowa to Chicago, Milwaukee, and St. Louis 
and related points on a minimum of 60,000 pounds as proposed 
and rates on an 80,000 pound minimum 4 cents higher than 
they had proposed. 

Commissioner McManamy, concurring in part, dissented from 
the grant of relief based on application No. 14080. He dissented, 
he said, by reason of the limitation placed upon the Commis- 
sion’s authority in granting relief under section 4. 

Commissioner Lee concurred in everything except the fourth 
section relief. 

Commissioner Tate dissented from the grant of fourth 
section relief. 

Commissioners Eastman and Miller, the report said, did 
not participate in the disposition of these cases. 


FLORIDA CITRUS DIVISION 


Based on a finding of unreasonableness, unjustness and 
inequitableness, the Commission, in No. 24069, Atlantic Coast 
Line et al. vs. Arcade & Attica et al., a sub-numbered cross 
complaint, Arcade & Attica et al. vs. A. C. & L. et al., and No. 
24160, in the matter of divisions of joint interterritorial rates 
between official and southern territories in so far as it concerns 
divisions of rates on ctirus fruits, has prescribed the basis upon 
which divisions are to be adjusted, not later than Dec 1, on 
shipments which moved subsequent to Nov. 22, 1930, from points 
in Florida to points in trunk line and New England territories 
on rates prescribed in Florida Railroad Commissioners vs. A. 
& R. R. R. Co., 144 I. C. C. 603. 

Commissioner Eastman, in a dissent in which he was 
joined by Commissioners Brainerd and Mahaffie and Chairman 
Farrell, said the divisions prescribed were “much too favorable 
to the southern lines.” The basis to be used consists of pro- 
rating factors. Commissioner Eastman cited three tests to 
prove his assertion. For a haul of 600 miles, he said, the north- 
ern prorating factor was 87 and the southern prorating factor 
was 161, or 85 per cent higher than the northern factor. 

Granting, said he, that transportation conditions were prob- 
ably less favorable in the south than in the north, it was not 
possible on this record to find, nor had the Commission ever 
found, that they were 85 per cent less favorable or anything 
like that difference. He pointed out that southern shippers of 
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late had been insistent that the higher level of class rates jy 
the south, as compared with the north, was most unjust to they 
and could not be sustained by differences in transportation cop. 
ditions. To reach their conclusions, the majority, he said, were 
obliged to lean heavily on the history of the rates and divisions 
and on the fact that while both sets of lines were badly of 
financially, the southern lines appeared to be worse off than 
the northern. History, he said, did not appeal to him as a factor 
entitled to much weight, and that, while financial need was 
doubtless important, he could not weigh it in the balance near 
so heavily as did the majority. 

The title complaint was the result of the inability of the 
northern and southern lines to agree upon divisions of the 
joint, single-factor rates prescribed by the Commission in the 
Florida Railroad Commissioners’ Case, supra, to trunk line and 
New England. The report said that there had been no agree. 
ment on divisions of central territory rates, but that the south. 
ern lines did not see fit to include those divisions in their com. 
plaint, presumably because of the lesser importance of the rey. 
enue involved, the volume of citrus traffic to New England and 
trunk line territories being 233 per cent of the traffic to central 
territory. 

When the rates prescribed in the Florida case became effec. 
tive, November, 1928, the southern carriers proposed a revenue 
prorate, each set of carriers absorbing its pro rata share of 
the reduction amounting to about 67 cents a ton. The northern 
lines, however, insisted upon divisions equal to the specifics 
they had theretofore received. They have retained revenue on 
that basis ever since that time. The Commission, in its report, 
said it found nothing in the record supporting the view that the 
eastern lines, also called the northern lines, were entitled to 
such a large share of the revenues as that accruing from the 
amounts they had been withholding since Nov. 9, 1928. The 
worse financial condition of the southern lines, it added, nega- 
tived such a view. The complaining lines, the report said, 
advocated a revenue prorate in principle in their presentation 
in this case, but that their plan amounted to such a basis only 
in its aggregate result. They proposed, the report said, per- 
centage divisions, varying as to origin and destination groups, 
while the lines serving trunk line and New England contended 
for the old basis, pointing out, among other things, that they 
did not receive an increase in divisions as a result of the 
general increases in rates in 1914 and 1917. 

Because both complainants and defendants relied strongly 
on the historical elements:in the case to support their posi- 
tions, the report said, the Commission gave attention to that 
phase of the subject, affording ground for Commissioner East- 
man’s dissent. Both sides, it said, made some effort to show the 
costs of the terminal services performed by them in handling 
the Florida citrus traffic. 

In prescribing a basis or method for the divisions that are 
to be established, the Commission devised a system of northern 
and southern factors to be used in ascertaining percentages to 
be used in calculating the divisions, based upon the Q-1 and 
Q-2 scales prescribed in the southern class rate investigation 
which was handled by Commissioner Eastman. 

The rates prescribed in the Florida case, to be divided in 
this case, the report said, represented moderate reductions in 
the former rates. After reviewing the financial status of both 
sets of carriers, the Commission made the declaration that it 
found nothing in the record supporting the view that the eastern 
lines were entitled to such a large share of the revenue as that 
accruing from the amounts they had withheld since Nov. 9, 1928, 
when they decided that they were entitled to divisions on the 
basis that had been in effect prior to the reductions in the rates, 
averaging, as before set forth, 67 cents a ton. 

The scheme devised by the Commission said that the follow- 
ing points should be used as gateways or dividing points for 
determining divisions: Richmond, Va., Kenova, W. Va., Lime- 
ville, Ky., Roanoke, Va., Cincinnati, O.; New Albany, Ind., Jeffer- 
sonville, Ind., Evansville, Ind., Metropolis, Ill., Cairo, Ill., and 
Potomac Yards, Va. (for traffic via the Southern Railway). All 
lines or parts of lines south of the gateways, the report said, 
were to be considered southern lines and all lines or parts of 
lines north of the gateways as northern lines. The Norfolk & 
Western, usually deemed an official territory line although hav- 
ing parts in southern territory, was a complainant in this pro- 
ceeding. 

Divisions arrived at in the manner hereinafter set forth, the 
report said, would have been just, reasonable and equitable to 
have been received by the complainants and defendants in the 
title complaint and the sub-numbered cross complaint filed by 
the northern lines after the southern lines had filed their com- 
plaint, the sub-numbered complaint making allegations similar 
to those made in the title case, since November 22, 1930. The 
scheme for dividing the rates is set forth as follows: 


On shipments which move through gateways other than Potomac 
Yard (Southern Railway traffic) rates should be divided as fellows: 
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The so-called Florida arbitrary should be deducted from the rate 
and added to the share of the southern lines hereinafter determined. 
The remainder of the rate should be divided on two-figure percentages, 
the percentage of the southern lines to be based on the factor in the 
scale of southern factors set forth in the appendix (omitted but 
nereinafter summarized) for the short-line distance from point of 
origin to the gateway and the percentage of the northern lines to be 
pased on the factor in the scale of northern factors set forth in the 
appendix for the short-line distance from the gateway to destination. 
To dispose of fractions add one to the percentage having the larger 
decimal, and if the decimals are equal, add one to the percentage of 
the northern lines. 

On shipments which move through Potomac Yard via the South- 
ern Railway the percentages applicable via Richmond shall be used, 
except that 3 shall be deducted from the percentage of the northern 
lines and added to the percentage of the southern lines. 


The scale of southern factors begins with 161 for 600 miles 
and less; becomes 176 for the block between 680 and 700 miles; 
191 for the block between 780 and 800 miles; 203 for the block 
between 875 and 900 miles, and runs out with 215 for the block 
between 975 and 1,000 miles. 

The scale of northern factors begins with 44 for 240 miles 
and less; becomes 51 for the block between 280 and 300 miles; 
63 for the block between 375 and 400 miles; 75 for the block 
between 475 and 500 miles; 87 for the block between 575 and 
600 miles, and runs out with 99 for the block between 675 and 
700 miles. 

The report says that the scales should be continued at the 
same rate of progression for greater distances than those here 
shown. 

These factors are to be added together for the purpose of 
arriving at percentages upon which the division for a given 
distance is to be ascertained. 


NEW COKE RATE STRUCTURE 


A widespread readjustment of rates on coke, coke breeze, 
coke dust, and coke screenings to be made not later than Sep- 
tember 15, based on mileage scales, in lieu of rates proposed 
by the carriers in suspended schedules, has been ordered by the 
Commission, division 4, in I. and S. No. 3511, coke between 
points in central and Illinois territories and cases joined with 
it. They are: No. 23375, Citizens Gas Co. of Indianapolis et al. 
vs. A. C. & Y. et al., a sub-number thereunder, Diamond Alkali 
Co. vs. Akron & Barberton Belt et al.; No. 23173,.Ashland By- 
Product Coke Co. et al. vs. A. T. & S. F. et al., and a sub- 
number thereunder, Portsmouth By-Product Coke Co. et al. 
vs. Same; No. 22052, Alabama By-Products Corporation et al. 
vs. L. & N. et al.; No. 23160, sub. No. 1, Metropolitan Utilities 
District of the City of Omaha, Neb., vs. I. C. et al.; No. 23888, 
Ashland By-Product Coke Co. et al. vs. A. C. & Y. et al.; No. 
16243, Indiana Coke & Gas Co. vs. A. & W.; No. 16611, Citizens 
Gas Co. of Indianapolis vs. Alabama Central et al.; No. 19363, 
Milwaukee Coke & Gas Co. vs. A. & W. et al.; No. 19403, By- 
Products Coke Corporation vs A. & W. et al.; No. 19378, Zenith 
Furnace Co. vs. Algoma Central & Hudson Bay et al.; and No. 
19387, Chicago By-Products Coke Co. vs. A. & W. et al. 

The report, written by Commissioner Mahaffie, found not 
justified the proposed interstate rates on the commodities be- 
tween points in central territory and Illinois territory under 
suspension in the title proceeding. 

The findings and order in Indiana Coke & Gas Co. vs. A. & 
W., 155 I. C. C. 70, which case was reopened and consolidated 
with these proceedings were modified. 

Present interstate rates on the commodities mentioned be- 
tween points in central territory and Illinois territory, and 
from Ashland, Ky., Ironton and Portsmouth (New Boston), O., 
to destinations in Illinois, Wisconsin, Iowa, Missouri, Nebraska, 
South Dakota and Minnesota, assailed in Nos. 23173, and a sub- 
number thereunder,’ No. 23375, and a sub-number thereunder, 
and No. 23888 were found unreasonable for the future and rates 
based on the mileage scales were ordered. 

A further finding was that the present interstate rates from 
Dolcito Junction, Alabama City, Holt, and Woodward, Ala., to 
destinations in Illinois, Indiana, Ohio, and the southern penin- 
sula of Michigan, assailed in No. 22052, were unreasonable for 
the future. 

No. 23160, sub-No. 1, Metropolitan Utilities District of the 
City of Omaha, Neb., vs. I. C., was dismissed, the Commission 
finding not unreasonable the rate on coke, coke breeze, coke 
— and coke screenings from Birmingham, Ala., to Omaha, 

eb. 

Two rate scales and one scale of arbitraries, summarized 
herein, are to be used in making the new rates. The first scale, 
column 2, is for application in central and Illinois territory and 
the second, column 3, is for application to zone 1 and extended 
zone C in western trunk line and from the south to central and 
Illinois territory. The arbitrary scale is to be used in the 
Making of rates west and south of zone 1 in western trunk 
line territory. 


The first mentioned scale for use in central and Illinois 
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territories begins with a rate of 90 cents a short ton for 10 
miles and under, becomes 175 cents for the block between 80 
and 100 miles; 235 cents for the block between 180 and 200 
miles; 285 cents for the block between 280 and 300 miles; 335 
cents for the block between 380 and 400 miles; 375 cents for 
the block between 475 and 500 miles; 425 cents for the block 
between 620 and 650 miles; and ends with a rate of 475 cents 
for the block between 770 and 800 miles. 

The second scale begins with a rate of 100 cents for the 
initial block of 10 miles and under, becomes 185 cents for 
the block between 80 and 100 miles; 260 cents for the block 
between 180 and 200 miles; 315 cents for the block between 
280 and 300 miles; 370 cents for the block between 380 and 
400 miles; 415 cents for the block between 475 and 500 miles; 
470 cents for the block between 620 and 650 miles; 520 cents for 
the block between 770 and 800 miles; 560 cents for the block 
between 890 and 920 miles; 590 cents for the block between 
980 and 1,010 miles; 615 cents for the block between 1,060 and 
1,100 miles; 645 cents for the block between 1,180 miles and 
1,220 miles; 675 cents for the block between 1,300 and 1,340 
miles; and ends with a rate of 715 cents for the block between 
1,460 and 1,500 miles. 

The scale of arbitraries, column 4, begins with 15 cents 
for 10 miles and under, becomes 30 cents for the block be- 
tween 80 and 100 miles; 40 cents for the block between 180 
and 200 miles; 45 cents for the block between 280 and 300 
miles; 55 cents for the block between 380 and 400 miles; and 
runs out with an arbitrary of 60 cents for all distances over 
425 miles up to and including 500 miles. 

About 75 per cent of the coke production in the United 
States, said Commissioner Mahaffie, was, in 1929, in central 
territory, all but about 10 per cent being the product of by- 
product ovens. Of the by-product ovens, the report said, only 
25 per cent was free to go into the ordinary markets, the re- 
mainder being used by the producers in their blast furnaces or 
affiliated works. 

Approximately 43 per cent of the total production in 1928, 
the report said, moved in rail transportation. Beehive ovens, 
the original source of coke, were the centers of the rate struc- 
ture now being revised. These cases were jointly heard with 
the commissions of Michigan, Indiana, Ohio and New York, 
before which similar proceedings about intrastate rates were 
under consideration. 

The carriers, Commissioner Mahaffie said, sought to justify 
the level of the suspended rates by comparing them with the 
so-called Seaboard scale, applicable from Seaboard, N. J., to 
points in the eastern part of official territory, 62 I. C. C. 317; 
rates prescribed by the Commission from the Connellsville, Pa., 
beehive coke district; rates on coal and other commodities; 
and by emphasizing, as the report said, “the lack of what they 
consider a fair return upon their property investment.” On 
exceptions, the report said, they expressed willingness to take 
rates based on 17.5 per cent of eastern first class rates. A good 
deal of this proceeding revolved around the Illinois freight 
association and western trunk line scales resulting from the 
decision in Indiana Coke & Gas Co. vs. A. & W., 155 I. C. C. 
70, reopened and modified in this proceeding. 

With respect to a thirteenth section allegation as to rates 
in Michigan, the report said it was the Commission’s conclu- 
sion that the lower level of the intrastate rates as compared 
with the interstate tended to confirm the charge of discrimina- 
tion against interstate traffic in coke. The Commission, how- 
ever, said that for the present it would trust the matter of 
adjusting the intrastate rates to the basis approved in this 
case to the Michigan commission. 

As to undue prejudice, arising in connection with all the 
complaints except No. 23160, sub-No. 1, the Commission ex- 
pressed the belief that the establishment of the rates pre- 
scribed as maximum reasonable rates in this proceeding would 
remove any undue prejudice that might exist in the assailed 
rates. In making final disposition of the issues the Commis- 
sion made the following findings: 


1. That the schedules under suspension in I. & S. No, 3511 have 
not been justified. 

2. That the interstate rates on coke, in carloads, between points 
in central territory and Illinois territory, assailed in Nos. 23173, 23173 
(Sub. No. 1), 23375, 23375 (Sub No. 1), and 23888 were not unreasonable 
but are, and for the future will be, unreasonable to the extent 
that they exceed, or may exceed, rates based on the distance scale 
set forth in Appendix No. 8, column 2, (summarized), except that 
to destinations in Michigan Zone C the rates should be based on the 
OM SO}eI YOTYM ‘g UUINIOD ‘g ‘ON xIpueddy UI YzI0J oS B8[vOS 9oUBSIP 
find are, and will be, reasonable. 

3. That the rates on coke, in carloads, from Ashland, Ky., and 
Ironton and Portsmouth (New Boston), Ohio, to destinations in 
Wisconsin, except that portion in Illinois territory, Iowa, Missouri, 
Nebraska, South Dakota and Minnesota, assailed in Nos. 23173 and 
23173 (Sub No. 1) were not unreasonable but are, and for the future 
will be, unreasonable to the extent that they exceed, or may exceed, 
(a) to destinations in Zone 1 and extended Zone C in Wisconsin of 
western trunk line territory as described in Western Trunk Line Class 
rates, 164 I. C. C. 1, 200, 210, rates based on the distance scale set 
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forth in Appendix No. 8, column 3, and (b) to destinations west and 
south of Zone 1, rates based on that scale applied to the entire dis- 
tance, plus the distance arbitraries set forth in Appendix No. 8, 
column 4, for application to that part of the hauls west and south 
of Zone 1, which rates we find are, and will be, reasonable. 

4. That the rates on coke, in carloads, from Dolcito Junction, 
Alabama City, Holt and Woodward, Ala., to destinations in Illinois, 
Indiana, Ohio, and the southern peninsula of Michigan assailed in No. 
22052 were not unreasonable but are, and for the future will be, 
unreasonable to the extent that they exceed, or may exceed, rates 
based on the distance scale set forth in Appendix No. 8, column 3, 
which rates we find are, and will be, reasonable. 

5. That in applying the scales herein found reasonable dis- 
tances should be computed over the shortest possible routes via exist- 
ing connections for the interchange of carload traffic without transfer 
of lading; and specific point-to-point rates should be published. 

6. That the rate on coke, in carloads, from Birmingham, Ala., 
to Omaha, Neb., assailed in No. 23160 (Sub No. 1) was not and is 
not unreasonable. The complaint will be dismissed. 

7. That the findings and order in No. 16243, Indiana Coke & 
Gas Co. vs. Ahnapee & W. Ry. Co., should be, and hereby are, vacated 
in so far as they conflict with the findings and order made herein. 

8. Subsequent to the hearings in these cases a petition was filed 
on behalf of the Cincinnati, Georgetown Railroad Company, named 
as a party defendant in Nos. 22052, 23375, 23375 (Sub No. 1), and 
23888, praying that it’ be excepted from the orders in those cases if 
they require the establishment of joint rates on coke throughout 
central territory, for the reason that in Ohio Farm Bureau Corp. vs. 
Akron & B. B. R. Co., 171 I. C. C. 182, division 3, found among other 
things, that commodity rates consisting of combinations of separately 
established factors to and from Cincinnati and points on the line of the 
Cincinnati, Georgetown Railroad Company were not unreasonable or 
unduly prejudicial, and that in Eastern Class Rate Investigation, 177 
I. C. C. 156, this carrier was exempted from finding 13 in that case, 
and also in Application of Mississippi Valley B. L. Co., 178 I. C. C. 
224, from the findings therein concerning the application of the Mis- 
sissippi Valley Barge Line for through routes and joint rates. This 
petition is granted, and the Cincinnati, Georgetown Railroad Com- 
pany will be exempted from the publication of joint rates on coke to 
or from points on its line. 

9. To the rates prescribed herein may be added the emergency 
charges authorized in Ex Parte 103. 

Our findings herein are not to be construed as precluding reason- 
able groupings. 

Respondents filed no formal application for fourth section relief, 
but at the hearing they requested temporary relief to establish the 
rates over all reasonable routes, with the understanding that appro- 
priate applications would be filed after the rates became effective. 
In those instances where it is required, temporary fourth section 
relief from the long-and-short-haul provision of the act for a period 
of six months will be granted. If within five months from the date 
of the establishment of the rates herein prescribed, application be 
filed in accordance with Rule XVIII of our Rules of Practice for 
authority to continue any rates under fourth section relief beyond the 
six months’ period, such rates may be continued in effect until the 
application shall have been passed upon. 


SEATRAIN INVESTIGATION 


The Commission, in a report written by Commissioner 
Brainerd, in No. 25565, investigation of Seatrain Lines, Inc., 
has found that Seatrain Lines, Inc., is not a common carrier by 
railroad or an extension of a line of railroad within the meaning 
of those terms as used in the interstate commerce act. 

A further finding is that Seatrain Lines is a common carrier 
by water engaged in the transportation of property partly by 
railroad and partly by water under common control, manage- 
ment or arrangement for a continuous carriage and is therefore 
subject to all the provisions of the interstate commerce act 
applicable to such a carrier. 

A third finding is that Seatrain Lines is not a carrier within 
the meaning of section 20a of the interstate commerce act which 
requires carriers to obtain permission from the Commission be- 
fore issuing securities or assuming obligation and liabilities as 
guarantors of securities. 

A further finding is that the Hoboken Manufacturers’ Rail- 
road Co. does not and may not compete for traffic with Seatrain 
Lines and, therefore, neither is subject, because of any commu- 
nity of interest between them, to the provisions of section 
5(19)-(21), the Panama Canal act. 

Commissioner Meyer, concurring in part, expressed opinion 
that the Commission should have found that the vessels of Sea- 
train were car ferries and in all respects subject to the provi- 
sions of the interstate commerce act. He said he was authorized 
to state that Commissioner Miller joined in that expression. 

Commissioner Mahaffie, with whom Commissioner McMa- 
namy concurred, in a dissent, said he was unable to agree with 
the conclusion of the majority that the vessel herein in ques- 
tion were not included within the definition of a railroad in sec- 
tion 1(3) of the interstate commerce act. That part of the law 
defines the term “railroad” as including all bridges, car floats, 
lighters and ferries used by or operated in connection with any 
railroad. His idea was that the Seatrain type vessel was accu- 
rately described when it was called “an improved car-ferry.” 

The findings herein summarized were made by the Commis- 
sion in the investigation instituted on its own motion into the 
lawfulness of the operation of vessels and _ transporta- 
tion of property in interstate commerce by Seatrain Lines, 
Inc., the acquisition of control by Seatrain of the Hoboken Manu- 
facturers Railroad Co. and of the issue of securities by Seatrain 
with a view to determining whether such operation and trans- 
portation, acquisition and issue of securities were in conformity 
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with the provisions of sections 1(18), 5(2), 20a and of other 
provisions of the interstate commerce act. The vessel line ang 
the Hoboken Railroad were made respondents. 

The issues, the Commission said, were as to whether Sez. 
train was a “railroad,” within the meaning of section 1(3) of the 
act; whether Seatrain was a common carrier engaged in the 
transportation of property, wholly by railroad or partly by raj. 
road and partly by water when both were used under commoyj 
control, management or arrangement for a continuous carriage 
or shipment under section 1(1) (a) of the act; whether Seatraiy 
was a corporation organized for the purpose of engaging in 
transportation by railroad subject to the act; and whether the 
Hoboken had such an interest in Seatrain as was contemplated 
in section 5(19)-(21) of the act, and, if so, whether there was 
competition or possibility of competition between the Hoboken 
and Seatrain. 

Commissioner Brainerd said the lawfulness of Seatrain’s 
operation and transportation, its acquisition of control of the 
Hoboken, and the issue of securities by it, depended upon the 
determination of these issues. He said that if Seatrain was a 
carrier within the meaning of section 20a, all of its outstanding 
securities, with the possible exception of some of its notes and 
its assumption of obligation and liability in the respect of the 
Hoboken’s notes, were void, and the directors, officers, attorneys 
and agents of Seatrain who assented to or concurred in the 
issues of the securities and of the assumption of obligation and 
liability were subject to the penalties provided by the interstate 
commerce act. 

The status of a common carrier, Mr. Brainerd said, was de 
termined by its actions and not by reference to authority con. 
ferred in articles of incorporation, that comment being made 
in connection with the fact that Seatrain’s articles of incorpora- 
tion comprehended transportation by railroad as well at by 
water. 

Beyond those charter provisions, Commissioner Brainerd 
said, the record was void of any evidence that Seatrain was 
organized for the purpose of engaging in transportation by rail- 
road. Such a purpose, he added, was specifically disavowed by 
Seatrain and that “there is no convincing evidence that such 
purpose was and is not its purpose.” 

Commissioner Brainerd said that it was true that Seatrain, 
indirectly, through stock ownership, did control the Hoboken 
but that it did not operate the Hoboken. The provisions con- 
tained in the Seatrain’s certificate of incorporation, Commis- 
sioner Brainerd said, did not grant to it under the laws of Dela- 
ware authority to engage in transportation by railroad in that 
state and so far as the evidence showed it had no authority to 
engage in transportation by railroad in New Jersey or elsewhere. 

Commissioner Brainerd said that the Commission was here 
dealing with a penal statute and that the well established prin- 
ciples of law required that the statute should be strictly con- 
strued and not enlarged by implications or extended to persons 
or cases not plainly within the meaning of the language en- 
ployed. Therefore, he said, the Commission was of the opinion 
that Seatrain was not organized for the purpose of engaging in 
transportation by railroad subject to the interstate commerce 
act. 


Speaking of the possibility of competition between the 
Hoboken and Seatrain such as might constrain the railroad to 
do something to the detriment of the water line, Commissioner 
Brainerd said “we cannot conceive of any circumstances that 
would lead the Hoboken to take steps to discourage the for- 
warding of freight by Seatrain or to seek to move Via all-rail 
routes traffic that might move via Seatrain.” 

The finding that Seatrain Lines, Inc., is a common carrier 
by water engaged in transportation of property, partly by rail- 
road and partly by water, includes not only the Hoboken Manu- 
facturers’ Railroad Company as being under common control, 
management and arrangement for continuous carriage but also 
the New Orleans & Lower Coast Railroad Co., the Missouri 
Pacific subsidiary, at the southern end of the Seatrain vessel 
route, 

The record on which this report is based was made jointly 
with a record in No. 25546, which was created by the applica- 
tion of the Missouri Pacific Railroad and the Texas & Pacific 
Railway Co., under section 5 of the interstate commerce act as 
amended by section 11 of the Panama Canal act, with respect to 
continuance of their interest in Seatrain Lines, Inc. Intervening 
petitions in the two proceedings were filed on behalf of gulf 
steamship lines, south Atlantic steamship liries, southern, south- 
eastern and New England carriers, with certain exceptions, in 
opposition. 

This report, however, does not cover the phase of questions 
raised by the application of the Missouri Pacific and Texas & 
Pacific. The interveners contended that the vessels operated by 
Seatrain were ferries used by or operated in connection with 
railroads and that, therefore, Seatrain was a common carrier 
subject to the Commission’s jurisdiction. 
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In pointing out the difference between ferries and the Sea- 
train vessels, the Commission said that Seatrain vessels were 
ocean-going ships which could operate to any port in the world. 
It added, however, that they could not operate as they were 
intended to operate and as they were now operated to any port 
not having a special type of elevator and crane unless the ves- 
sels were equipped with suitable crane and elevator. 

Tne Commission said that unless the Seatrain vessels were 
ferries they did not constitute an extension of a railroad. 

The Commission said it did not consider it necessary to 
point out in what respects it considered that the respondents 
had violated various provisions of the interstate commerce act 
or to make a cease and desist order. However, it said, the re- 
spondents would be expected to take such steps within sixty 
days as might be necessary to harmonize their operations and 
relations With the various provisions of the interstate com- 


merce act. 


SOUTHERN IRON AND STEEL 


The Comission, by division 2, in Fourth Section Application 
No. 14713, iron and steel in the south, has made an adjustment 
of fourth section questions in connection with rates on iron and 
steel in southern territory, based on the theory in which fourth 
section relief was granted in Southern Class Rate Investigation, 
100 I. C. C. 518, 109 I. C. C. 300, 113 I. C. C. 200 and 128 I. C. C. 
567. The relief granted is not subject to the equidistant clause 
of the fourth section. 

The southern carriers are authorized in Fourth Section Order 
No. 11301 to establish and maintain rates on the commodities 
indicated between points in southern territory over which they 
have been granted relief to maintain class rates established 
pursuant to the Southern Class Rate Investigation, supra, equal 
to the lowest rates applicable over any line or route between the 
same points constructed on the basis of the distance scale of 
rates and arbitraries set forth in tables carried in an appendix 
omitted but summarized and to maintain higher rates from, to 
and between intermediate points; provided that the rates from, 
to and between the higher rated intermediate soints shall not 
exceed the rates constructed on the basis of the scales and 
arbitraries set forth in the appendix or the lowest combination 
of rates subject to the interstate commerce act. | 

In complying with the provisions of the permission, the Com- 
mission said that distances from and to the base point in the 
groups might be used in lieu of the actual distances from and 
to the individual points. The report said that the proposed ad- 
justment had been agreed upon following many conferences 
between carriers and shipping interests. 

The distance scale begins with a rate of 7 cents for 5 miles 
and under, becomes 12 cents in the block between 45 and 50 
miles; 17 cents in the block between 95 and 100 miles; 24 cents 
in the block between 190 and 205 miles; 31 cents in the block 
between 295 and 310 miles; 37 cents in the block between 385 
and 400 miles; 44 cents in the block between 490 and 505 miles; 
49 cents in the block between 580 and 600 miles; 54 cents in the 
block between 680 and 700 miles; 59 cents in the block between 
780 and 800 miles; 64 cents in the block between 880 and 900 
miles; 68 cents in the block between 975 and 1,000 miles; 71 
cents in the block between 1,075 and 1,100 miles; 75 cents in the 
block between 1,175 and 1,200 miles; 79 cents in the block be- 
tween 1,275 and 1,300 miles; 82 cents in the block between 1,375 
and 1,400 miles; and ends with a rate of 86 cents in the block 
between 1,475 and 1,500 miles. 

The scale of arbitraries, to be applied in the peninsula of 
Florida, begins with 2 cents for 10 miles and under and so con- 
tinues up to and including the block between 65 and 80 miles; 
then becomes 3 cents for all blocks up to and including that 
between 160 and 190 miles; 4 cents in the blocks up to and in- 
cluding that between 220 and 250 miles; 5 cents in the blocks 
up to and including that between 330 and 370 miles; 6 cents in 
blocks up to and including that between 410 and 450 miles; 7 
cents for the block between 450 and 500 miles and 8 cents for 
distances in excess of 500 miles. 

Commissioner Tate, concurring, said he approved the report 
without the imposition of the equidistant clause out of defer- 
ence to the action of the Commission in Commodity Rates on 
Lumber and other Forest Products, 165 I. C. C. 561. 


COMMISSION REPORTS 


Oil Well Commodities 


No. 20599, Parkersburg Rig & Reel Co. vs. A. T. & S. F. 
et al. and No. 20600, Same vs. C. R. I. & P. et al. By division 
3. _Rates, wooden bull wheel arms, cants, and pins, and other 
articles used in oil well drilling outfits, unreasonable in the 
past to the extent they exceeded 22.5 per cent of the first class 
southwestern rates subject to the method of computation set 
forth in the southwestern revision report, based on distances 
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completed under the circuity tolerance rule. As to the future, 
found that the rates assailed in No. 20599 on wooden bull wheel 
arms, cants, and pins, in the rough, conductor staves, wooden 
tank staves and heading, and wooden tanks, knocked down, not 
including iron parts or oakum, in straight or mixed carloads, 
unreasonable to the extent they may exceed 20 per cent of 
the first class rates; and on wooden wire-line guides, unlined, 
or lined with steel, plate or sheet; wooden tanks, K. D., in- 
cluding the necessary iron fixtures not to exceed 20 per cent of 
the total weight, in straight and mixed carloads, or in mixed 
carloads with one or more of the foregoing commodities, un- 
reasonable to the extent they may exceed 22.5 per cent of first 
class rates from Tulsa, Okla., to Best, Borger (formerly Isom), 
McCamey, Pampa, Panhandle, Pyote, and Spearman, Tex. Rates, 
yellow pine, embraced in the complaint, unreasonable for the 
future to the extent they may exceed 20 per cent of the first 
class rates. In No. 20600, found that the rate of 76.5 cents on 
fabricated iron and steel articles, Tonkawa, Okla., to Panhandle, 
Tex., inapplicable. Applicable rate, 70.5 cents unreasonable in 
the past to the extent it exceeded 48 cents. Present rate, 43 
cents, not unreasonable. Further found that rates of 88 cents, 
lumber, and $1.30, portable wooden houses, K. D., moving in- 
terstate, Spearman to Pyote, unreasonable to the extent they 
exceeded or may exceed 52.5 cents, minimum 26,000 pounds. 
New rates to be applicable not later than October 19 to which 
surcharges may be added. Reparation awarded. 


Steel Grain Bins 


No. 25286, Mid-West Steel Products Co. vs. A. T. & S. F. 
et al. By division 3. Dismissed. Rates, sheet-steel grain bins, 
K. D., Mansfield, O., to Scott City and Garden City, Kan., 
Bridgeport, Neb., and Enid, Okla., not unreasonable. 


Pulpwood 


No. 25360, Twomey-Williams Co. vs. Canadian National et 
al. By division 3. Dismissed. Rate, pulpwood, Birch River 
and Bowsman, Manitoba, Canada, to Port Edwards, Wis., ap- 
plicable. 

Petroleum Products 


No. 25673, Standard Oil Co. (Indiana) vs. M. P. et al. By 
division 3. Rates, refined petroleum products, Enid, Okla., to 
Orrick, Mo., and from Neodesha, Kan., to Salisbury and Bruns- 
wick, Mo., unreasonable to the extent they exceeded 29 cents 
from Enid to Orrick and 26.5 cents from Neodesha to Salisbury 
and Brunswick, exclusive of the authorized emergency charge. 
Reparation awarded. 

Talc 


No. 24848, International Pulp Co. et al. vs. N. Y. C. et al.; 
No. 25307, Pittsburgh Plate Glass Co. vs. Same; and No. 25408, 
Stedman Rubber Flooring Co. vs. Same. By division 3. Rates, 
talc, Hailesboro and Emeryville, N. Y., to points in official ter- 
ritory, unreasonable at the time the traffic was moved to the 
extent they exceeded 22.5 per cent of the first class rates then 
in effect, minimum 60,000 pounds, and for the future to the 
extent they may exceed 22.5 per cent of the class rates now in 
effect, minimum 60,000 pounds, plus surcharges on and after 
January 4, 1932. Reparation awarded. New rates to be effective 
not later than October 19. Commissioner Lee dissented from 
the award of reparation, concurring in the remainder of the 
report. 

Stoves and Ranges 


I. and S. No. 3299, stoves, ranges, boilers, house-heating 
furnaces, parts thereof, and related articles, from, to, and 
between points in southern territory, No. 22379, Southern Asso- 
ciation of Stove Manufacturers et al. vs. A. C. L. et al.; and 
I. and S. No. 3363, stoves, ranges, boilers, house-heating fur- 
naces, parts thereof, and related articles, from, to and between 
points in southern territory (2). By the Commission. Second 
supplemental report. Finding 7 of the report on reargument, 182 
I. C. C. 59, requiring the observance of rates from points in 
southern territory to points on the border between official and 
southern territories, as maxima to intermediate points, amended 
by adding the words “except that this requirement shall not 
apply in instances where appropriate fourth section relief has 
been, or may be, granted.” The Commission said that this 
modification did not authorize any fourth section relief nor did 
it approve any rates that might be filed pursuant thereto. Com- 
missioner McManamy noted a dissent. Commissioners Mahaffie 
and Miller did not participate in the disposition of the cases. 


Wrought Iron Pipe 


No. 19057, Imperial Pipe & Threading Co. et al. vs. A. T. & 
S. F. et al. By the Commission. On reconsideration finding 
in the former report, 151 I. C. C. 353, that rates, wrought iron 
pipe, points in Oklahoma to points in Texas were unreasonable, 
modified as to the circuity tolerance rule so that distances shall 
be computed under the Magnolia formula, stated in Magnolia 
Petroleum Co. vs. C. R. I. & G., 151 I. C. C. 795, in those in- 
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stances where the choice of routing was limited by the govern- 
ing tariff, as though the shipments were unrouted. Reparation 
awarded. As to shipments moving on and after July 14, 1928, 
and until rates became effective under findings in I. and S. 
No. 3130, rates assailed, found unreasonable to the extent they 
exceed or may exceed 35 and per per cent for single-line and 
joint-line hauls, respectively, of the southwestern scale first 
class rates, minimum 40,000, distances to be computed under 
the Magnolia formula. Reparation awarded. Commissioner 
Aitchison, concurring in part, disagreed with the application of 
the principle in the Magnolia case. Commissioner Brainerd, 
concurring, said he was of the opinion that the rates assailed 
were unreasonable to the extent they exceeded 32.5 per cent 
of the first class rates. 


Oil-Well Outfits 


No. 20285, Cranfill Brothers Drilling Co. et al. vs. A. T. & 
S. F. et al. By division 5. Rate, oil-well drilling outfits, Mexia, 
Tex., to Shawnee, Okla., not unreasonable. Rates, drill pipe 
with tool joints attached, Mexia and Corsicana, Tex., to Seminole, 
Okla., unreasonable to the extent they exceeded 70 cents from 
Mexia and 67 cents from Corsicana. Reparation of $184.14 
awarded. 


Frozen Fresh Meats 


No. 25467, H. Moffatt Co. et al. vs. Southern Pacific et al. 
By division 3. Dismissed. Rates, frozen fresh meats, Butte, 
Mont., and Spokane, Wash., to San Francisco, Calif., group 
points, not unreasonably low or unduly preferential, allegation 
being that a rate of $1, minimum 40,000, frozen fresh meats, 
Butte and Spokane to San Francisco group points was un- 
reasonably low and unduly preferential in relation to a con- 
temporaneous rate of $1.99, minimum 30,000 pounds, from Butte 
to St. Paul, Minn., Omaha, Neb., and other points as far east as 
Chicago. The Commission said that the situation presented 
merely a threat of future competition, only three carloads of 
fresh meats havinig moved from Butte to California since the 
establishment of the freezing plant at Butte, the complainants 
haviing ample facilities for furnishing unfrozen fresh meats 
in the San Francisco district, with the exception of pork prod- 
ucts, which, it said, were received from the Missouri River 
cities. 

Petroleum Products 


No. 24318, Louis E. Costello, doing business as Central 
Garage, et al. vs. A. T. & S. F. et al.; No. 24337, San Louis 
Consumers Gas & Oil Co. vs. Same, and four sub-numbers 
thereunder, Bagby Motor Co. vs. Same, R. C. Egnew vs. Same, 
Forbush Co. vs. Same, and E. G. Bennett vs. Same. By the 
Commission. On reconsideration original report, 179, I. C. C. 
525, modified, and reparation denied on shipments, petroleum 
products, points in Wyoming, Kansas, Oklahoma, and Texas, to 
destinations in Colorado on which rates prescribed in White 
Eagle Oil & Refining Co. vs. D. & R. G. W., 112 I. C. C. 605, on 
account of the rule laid down by the court in Arizona Grocery 
Co. vs. A. T. & S. F., 284 U. S. 370. Former findings affirmed 
as to all other shipments. Commissioner Lee, concurring, said 
he did not agree with the award of reparation on the other 
shipments to the basis of the lower rates prescribed in Rates on 
Petroleum Products, 167 I. C. C. 131 and 178 I. C. C. 112. Com- 
missioners Tate and Mahaffie concurred in that expression. 


Forest Products 


Fourth Section Application No. 14840, lumber from the north- 
west. By division 2. C. M. St. P. & P., G. N., and N. P. author- 
ized in Fourth Section Order No. 11302, to maintain rates, lumber 
and other forest products established pursuant to Pacific States 
Lumber Co. vs. G. N., $26 I. C. C. 471, from Fairfax, Frederick- 
son, National, Selleck, and Union Mill, Wash., to points in 
Minnesota, Montana, and the Dakotas, and from Elk River, Ida., 
to points in Minnesota and the Dakotas; and to establish and 
maintain over joint routes from and to intermediate common 
points higher rates based on the lowest combination, provided 
that the higher rated intermediate common points are accorded 
corresponding single-line rates conforming to the short-and-long- 
haul part of section 4. 

Tank Material 


No. 20765, Sinclair Crude Oil Purchasing Co. vs. A. T. & 
S. F. et al. By division 3. Rates, iron and steel tank material, 
K. D., Holden, Tex., and Florence, Kan., to Seminole, Okla., and 
on wrought iron pipe, Paradise, Kan., to Pampa, Tex., unrea- 
sonable to the extent they exceeded 51, 47 and 62 cents, respec- 
tively. Reparation awarded. 


Slate Slabs 
No. 23186, McClamrock Co. et al. vs. Atlantic & Yadkin 


et al. By division 5. Upon further hearing, findings in former 
report, 178 I. C. C. 445, that the rates charged, slate slabs, rough 
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quarried, carloads, Fair Haven and Poultney, Vt., and Midg 
Granville, N. Y., to Greensboro and Winston-Salem, N. C., wey 
inapplicable, but not otherwise unlawful, modified so as to sho 
that the applicable rates were 34.5 cents from Fair Haven, ay 
38 cents from Poultney and Middle Granville, and that the appli, 
able rates were not unreasonable or otherwise unlawful. Repap, 
tion awarded. 

Petroleum Reparation 


No. 24517, Oliver Loser et al. vs. A. T. & S. F. et al. & 
division 4. Following Arizona Grocery Co. vs. A. T. & S.F 
284 U. S. 370, reparation denied, petroleum products, Enid, Okk 
to Monte Vista, Colo. Rate charged on petroleum products, Eni 
to Center, Colo., unreasonable to the extent it exceeded % 
cents. Reparation awarded. Commissioner Eastman concurre 
in everything except as to the denial of reparation on shipment 
to Monte Vista. Commissioner Mahaffie said he could not cor 
cur in the finding with respect to the rate from Enid to Cente 
for reasons stated in his dissent in Rates on Petroleum Products 
178 I. C. C. 112. ; j 

Wrought-Steel Pipe 


= No. 24905, Arkansas Western Gas Co. vs. A. & S. et al. By 
division 3. Applicable rates, wrought-steel pipe, South Lorain 
O., to Fayetteville and Ozark, Ark., and from McKeesport, Pa, 
to Fayetteville, Ozark, and Lowell, Ark., not unreasonable. Rates 
wrought-steel pipe, South Lorain to Baldwin, Elkins, Durham, 
Crosses, Delaney, and Combs, Ark., inapplicable, resulting jy 
undercharges. Applicable rates, 80 cents to Baldwin, 81 cents 
to Elkins and Durham, 81.5 cents to Crosses and Delaney, ani 
82.5 cents to Combs, unreasonable to the extent they exceedej 
79 cents. Railroads authorized to waive outstanding unde: 
charges to the basis of the rates found reasonable. 


Citrus Fruits 


No. 25206, Growers & Shippers League of Florida et al. vs 
A. C. L. et al. By division 3. Dismissed. Rates, citrus fruits, origins 
in Florida to destinations in trunk-line territory, including the 
Buffalo-Pittsburgh zone, and in New England territory, not shown 
to have been or to be unreasonable or in contravention of Florida 
R. R. Commissioners vs. A. & R., 144 I. C. G. 603. 


PROPOSED REPORTS 
Fuel and Road Oil 


No. 25460, Carter-Waters Corporation vs. A. T. & S. F. et al. 
By Examiner W. A. Disque. Dismissal proposed. Rate, fuel oil, 
Borger, Tex., to Salem, Mo., not unreasonable. Rate assessed, 
road oil, El Dorado, Ark., to Liberty, Kan., unreasonable to the 
extent it exceeded 24 cents. Railroads proposed to be author 
ized to waive collection of outstanding undercharges. 


Cane and Sorghum Seed 


; No. 25434, Sharp Grain Co. vs. A. T. & S. F. et al. By Ex 
aminer Paul R. Naefe. Rates, cane and sorghum seed, in straight 
or mixed carloads, points in Kansas to Dallas and Fort Worth, 
Tex., there transited and forwarded to destinations in Texas, 
not unreasonable. Rates, like traffic, points in Kansas to Dal- 
las and Fort Worth, proposed to be found inapplicable, Pro- 
posed to be found that the applicable rates were combinations 


over the routes of movement and that they were not unreason- 
able. Reparation proposed. 


Apples 


No. 25069, Dawson Produce Co. et al. vs. A. T. & S. F. et al. 
By Examiner T. Leo Haden. Rates, apples, Washington and Idaho 
to points in Oklahoma, proposed to be found not unreasonable, 
but unduly prejudicial to complainants in Oklahoma and unduly 
preferential of competitors in Kansas to the extent they ex 
ceeded or may exceed 8.5 cents a 100 pounds over the rates 
to points in Kansas. Rates, like traffic, Montana, Utah and 
Oregon to the same destinations, not shown to have been or to 
be unreasonable or unduly prejudicial. Reparation proposed. 


Grapes 


No. 25762, A. L. Shafton & Co. vs. C. B. & Q. et al. By 
Examiner Charles A. Rice. Dismissal proposed. Rate, carload, 
grapes, Montrose, Ia., to Stevens Point, Wis., proposed to be 
found applicable and not unreasonable or otherwise unlawful. 


Shortenings 


No. 25364, Swift & Co. et al. vs. T. & P. et al. By Examiner 
L. B. Dunn. Rates, vegetable oil shortenings, compound shorten- 
ings, lard, and vegetable cooking oil, straight or mixed carloads, 
Fort Worth and Dallas, Tex., to destinations in western New 
Mexico proposed to be found unreasonable in the past and for 
the future, to the extent they exceeded rates prescribed in 
Peyton Packing Co. vs. A. E. R. R. Co., 100 I. C. C. 4, and for 
future to the extent they may exceed the: scale prescribed in 
Meats and Packing House Products, 136 I. C. C. 651, known as 
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the 2595 scale, plus the surcharges after January 4, 1932. 


Reparation proposed. 


Commutation Passenger Fare 


No. 25814, Sidney Szerlip et al. vs. Erie et al. By Examiner 
Herbert P. Haley. Dismissal proposed. Commutation passenger 
fare between Nyack, N. Y., and Jersey City, N. J., not unreason- 
able or otherwise unlawful. 


FRISCO REORGANIZATION 
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Oliver E. Sweet, director, and N. B. Haley, chief of the 
joan section, of the Bureau of Finance of the Commission, July 
18, in Finance No. 10008, in the matter of St. Louis-San Farn- 
cisco Railway reorganization, began the first hearing on a rail- 
road reorganization plan under the railroad provisions of the 
amended national bankruptcy act. 

Substantial opposition to the proposed plan for dealing with 
the fiscal affairs of the Frisco was indicated with the result that 
it virtually appeared certain that a reorganization plan, after the 
hearing, would be written by the Commission. 

The Reconstruction Finance Corporation, to which the 
Frisco is indebted in the sum of $5,190,000, represented by Stan- 
ley Reed, general counsel, and A. A. Berle, special counsel, is 
opposed to the plan chiefly on the ground that admittedly the 
plan is in the nature of a “bridge” or moratorium plan and 
therefore does not provide for adequate treatment of the Frisco’s 
problem. Under the plan all maturities and cash payment of 
interest would be deferred for five years and no provision is 
made for cutting down the bonds or interest. Officials of the 
R. F. C. lean toward the idea that perhaps a plan embracing 
provision for consolidation of the Frisco with the Rock Island 
may be worked out. 

E. N. Brown, chairman of the board of the Frisco, put on 
the witness stand by Robert T. Swaine, counsel for the re- 
adjustment committee, submitted documentary evidence relating 
to the financial affairs of the company, and was questioned by 
Mr. Swaine to develop information about the financial structure 
of the company. At the end of 1927, said Mr. Brown, the Frisco 
had outstanding $308,000,000 of long term debt. 

In a petition of intervention opposing the plan, the Bank of 
New York and Trust Co., holder of Frisco bonds, said the plan 
was impracticable and inequitable in that it provided for a 
preference for the short-term bank creditors of the railroad and 
omitted to provide any assessment or contribution by the stock- 
holders. It contended that the plan had been presented as an 
alternative to a receivership and that assents to it had been 
obtained on that basis. A receiver having been appointed some 
time ago, it said, the entire basis for deposit of securities was 
gone, and it was no longer equitable to permit the readjustment 
managers to use the securities deposited or the assents to the 
plan. It asked for an order directing the readjustment man- 
agers, in a period of sixty days, to permit withdrawals of bonds 
and securities deposited with them and cancelation of assents 
to the plan to the end that it might be ascertained whether it 
was the real desire of holders of 66 2/3 per cent of each class 
of security that the plan be adopted. 

Other interveners included the National Association of 
Mutual Savings Banks, the First National Bank of the City of 
New York, the Bowery Savings Bank, the Mutual Life Insurance 
Co. of New York, the New York Life Insurance Co., the Equit- 
able Life Assurance Society of the United States, the United 
States Fidelity & Guaranty Co., the Santa Fe, Rock Island, 
Illinois Central and Southern railroads, the latter being in- 
ee in protecting claims for traffic balances and other 
items. ; 


; Interesting observations with respect to the future of the 
Frisco were made by J. M. Kurn, coreceiver and formerly presi- 
dent of the road, under examination by Mr. Swaine. The phys- 
ical condition of the property was first class, he said, and he 
branded as outlandish a report that there was $15,000,000 of 
deferred maintenance. There was no deferred maintenance on 
track, he said. Rolling stock was in good condition, he added, 
and the freight cars better than on any road in the southwest. 

Mr. Kurn asserted the Frisco could do 20 per cent more 
business than its peak record with the present equipment. An- 
other assertion, made in reply to a query by Mr. Swaine as to 
whether the management had learned ways of effecting econ- 
omies as the result of the depression, was that the road could 
do a peak business and take back only a third of the employes 
laid off on account of lack of traffic. 

The witness expressed the opinion that gasoline pipe line 
competition had been exaggerated and said that the Frisco was 
regaining traffic lost to trucks, particularly with respect to fruit, 
cotton and cottonseed from Arkansas origins. To one pipe line 
he estimated the Frisco had lost about 15 cars a day while, 
on the other hand, construction of other lines had resulted in 
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the Frisco gaining about 85 cars a day, made up of 60 cars a day 
at Frisco and 25 a day at Drumright. 

The Frisco, he said, had taken off about a million passenger- 
miles a year with substantial savings in operating expenses. 
On a few branch lines, he said, the company had a mixed pas- 
senger-freight service in operation. He had observed a change 
in the attitude of the public on the question of motor competi- 
tion with the railroads in that there was noticeable opinion that 
there should be a basis for fair competition between the two 
agencies. 

The territory served by the Frisco, he said, had by no 
means reached its peak of development. In fact, he said, the 
Frisco served more undeveloped territory than any other road 
in the southwest. New industries were coming into the terri- 
tory, he said. In the next ten or fifteen years, he believed, there 
would be a tremendous development there. Freight tonnage was 
coming back to the railroads, he asserted. 

Statistics were submitted to show that the Frisco, on the 
basis of the gross revenue of 1930, in 1933 would have a net 
railway operating income of $20,490,769, and have available for 
interest, $20,874,092; while on the basis of gross revenue for 
1931, the net would be $12,144,998, and the amount available 
for interest, $12,528,323. 

The hearing was adjourned late July 19 until a date to be 
fixed in September after C. M. Clay, of the Reconstruction 
Finance Corporation, read a statement on behalf of the R. F. C., 
prepared by Mr. Berle, in which the suggestion of working out 
a plan that would include consolidation of the Rock Island and 
Frisco was referred to with approval. The statement in part 
follows: 

It appears from the record that the object of the loans made by 
the R. F. C. and of the proposed plan, was to avoid a receivership of 
the railroad company. As proponent has admitted here, this objective 
failed of attainment. 

We may concede that the proposing of this plan fulfills a commit- 
ment which may have been made with the R. F. C. We are not, 
however, of opinion that the plan should now be approved by the Com- 
mission. We ask leave to reserve our right to file briefs or, if appro- 
priate, to produce testimony at an appropriate time. The plan leaves 
a large floating debt unprovided for; it leaves the capital structure of 
the road, ultimately, much as it was prior to reorganization; it is not 
sufficiently demonstrated that the earning power of the road will per- 
manently support the structure proposed. Further, it is frankly stated 
that the plan amounts to a five-year bridge, leaving the ultimately 
financial fate of the road to be determined. Since under the present 
law, loans may be made by the R. F. C. to railroads only when it can 
be stated that financial reorganization is not necessary in the public 
interest, there is serious doubt whether R. F. C. could make loans to 
support a corporate structure such as would result from carrying out 
this plan. 

R. F. C. has been approached by the readjustment managers of 
the C. R. I. & P., likewise in bankruptcy, who suggest that they would 
like to prepare a plan of reorganization for the R. I., which includes 
a consolidation of the R. I. and the Frisco. We are informed likewise 
that the chairman of the board of the Frisco proposed to take up this 
question with his board and with the readjustment managers of the 
debtor. This possibility might well be further explored, more partic- 
ularly in view of the fact that the I. C. C. has announced as a part 
of its consolidation plan the union of these two roads. 


Mr. Brown and Mr. Swaine said a proposal from the Rock 
Island managers would be considered. The latter emphasized 
that the reorganization plan submitted had not been withdrawn 
or abandoned. He suggested that an adjournment be taken until 
the fall to permit of a study being made of the proposal. 

Director Sweet said the parties would be notified of the 
time the hearing would be resumed. 


REORGANIZATION OF RAILROADS 


J. Ledlie Hees, trustee for the reorganization of the Fonda, 
Johnstown & Gloversville, in Finance No. 9954, Fonda, Johns- 
town & Gloversville Railroad Co. reorganiaztion, has filed a 
petition for rehearing by the Commission on the question of 
his compensation for serving as trustee. The Commission ap- 
proved $7,500 a year for him when the question of compensa- 
tion was submitted to it by the court which had the matter in 
its hands. The court suggested $10,800, with right to increase 
or reduce it as conditions warranted. In his petition for re- 
hearing Mr. Hees said the compensation was inadequate and 
insufficient for the services rendered. He said that when the 
Commission approved $7,500 for his compensation it had not 
before it the opinion of the creditors as to the value of the 
service, which, as president of the road, was fixed at $15,000 
and later reduced by him to $10,800. He had previously peti- 
tioned the Commission for a salary of $15,000 a year. 

In Finance No. 10078, Arkansas Valley Interurban Railway 
Co. reorganization, the Commission has docketed the petition 
of the carrier, an electric line in Kansas, for reorganization. 
The carrier said that although it was not insolvent it was un- 
able to meet its debts and desired to effect a reorganization. 
It has defaulted in the interest on its bonds of $900,000, of which 
$320,000 are in the hands of the public. It listed its current 
liabilities at $30,000. The district court of Sedgwick county, 
Kan., appointed W. E. Brown and Charles H. Smyth receivers 
of the line some time ago. 
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HOCH-SMITH GRAIN HEARING 


Witnesses other than Walter Scott, traffic commissioner of 
the Kansas City Board of Trade, who were on the stand this 
week at the Hoch-Smith grain hearing, in Chicago, before Ex- 
aminers Mackley and Hall, included F. P. Willette, traffic direc- 
tor of the Atchison (Kans.) Board of Trade; Arthur Geary, 
representing wheat growers and shippers in Washington, Oregon 
and Idaho; W. H. Fitzpatrick, St. Joseph Grain Exchange; N. K. 
Thomas, secretary, St. Joseph Grain Exchange; Harry B. Smith, 
president of the Mid-Continent Grain Company, Kansas City, and 
W. B. Lathrop, vice president, Lathrop-Marshall Company, Kan- 
sas City. Mr. Scott’s testimony was interrupted to permit these 
appearances. 

The testimony of Mr. Willette was largely directed toward 
opposing the establishment of a rigid system of proportional 
rates in and out of all markets. He particularly sought the 
continuance of through rates from interior producing points to 
the territory just east of Atchison, with transit at Atchison, and 
further asked for transit privileges at the markets under the 
proportional rate structure. To the southeast and the Missis- 
sippi Valley he thought the rate-break principle should apply 
from the markets. He also introduced comparisons between 
inbound rates to Atchison and Omaha, that were in effect dur- 
ing the period in which the decision in docket 17000, part 7, 
was in effect, insisting that Atchison was at a disadvantage. 

A good part of Mr. Geary’s testimony was for the announced 
purpose of bringing the record down to date so far as the agri- 
cultural situation in the northwest was concerned. He dealt 
in considerable detail on the effects of recent market and 
world conditions on the northwest producer and shipper, say- 
ing that there should be a substantial reduction in the rate of 
651% cents on wheat from the west coast to St. Louis. He 
thought a reduction of 50 per cent in order. That particular 
rate had become very important since the domestic price of 
wheat had been higher than the world price, he held. Little 
or no wheat was being exported through the northwest ports 
and it was necessary that a movement to the east be made 
possible. 

Objections to cancellation of through rates, with transit 
at the markets, from producing territory to points east of the 
Missouri River were entered by Mr. Fitzpatrick. In general, 
he asked that the existing adjustment to the east from the 
territory west of the Missouri River be not disturbed. 

Mr. Thomas supplemented the testimony of Mr. Fitzpatrick 
with an account of the effects of the 17000 adjustment on the 
St. Joe market, contending that the establishment of propor- 
tionals beyond the markets, wiping out transit to nearby points 
had stimulated trucking of grain around the markets. 

Commercial conditions surrounding the movement into and 
out of Kansas City, and operation of the market, were outlined 
by Mr. Smith and Mr. Lathrop. 


HOCH-SMITH COTTONSEED 


A conference has been held by Director Hardie of the 
Commission’s Bureau of Traffic and Examiner Esch with rep- 
resentatives of shippers and carriers with a view to having the 
Commission change the formula in No. 17000, part 8, Hoch- 
Smith cottonseed, its products and related articles, for the mak- 
ing of interterritorial rates, The carriers contend that making 
rates on the formula prescribed in that case would entail pro- 
hibitive costs, one calculation running to more than $600,000,000 
for the publication of rates on traffic estimated to yield about 
$30,000,000 a year. 

Roughly, the formula requires the making of rates which 
would reflect the length of haul in each territory. Instead the 
carriers suggest that they be permitted to state the rates in 
percentages of the first class rates regardless of whether the 
interterritorial percentages are higher or lower than the intra- 
territorial percentages. Among the allegations made by the car- 
riers was one to the effect that the formula prescribed in this 
case would require them to calculate the distance between every 
point of origin and of destination and every other point of 
origin and destination, the operation requiring hundreds of mil- 
lions of colculations, and the printing of very big tariffs. 

The Commission’s order requires the new rates to be made 
effective on September 8. The carriers, formally and informally, 
have told the Commission that they could not comply with that 
requirement. 


PETITIONS FOR REHEARING, ETC. 
14795, Charleston Traffic Bureau vs. A 
A. GS. 
I, C., N. C. & St. L., and Tennessee Central, defendants herein, ask 
modification of order. 

1. & S. 3234, Fresh meats and packing house products to, from, 


et al. and 


No. ee 
eal. L. & N., 


No. 14902, Savannah Traffic Bureau vs. 


and between points in southern territory. FE. . Boyd, Morris 
and C. W. Galligan for and on behalf of respondents and defendants 
herein, ask the Commission to postpone effective date of order 
therein for a period of sixty days beyond the present effective date 
of August 23, 1933. 
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No. 24906, Pine Grove Tanning Co. vs. B. & O. et al. Defendan 
carriers ask reopening of and reconsideration by entire Commissio, 

No. 24479, Carolina Bagging Co. et al. vs. N. & W. et al. Defeng. 
ants ask reargument and reconsideration before entire Commissioy 

No, 22509, Brick Manufacturers’ Association et al. vs. C. of N, j 
et al. Defendants ask reargument, reconsideration, or for consolida. 
gaa rehearing with No. 25876, Hanley Co., Inc., vs. C. of N, J, 
et al. 

No. 23476 and Subs. thereto, Smith & Scott, Inc., et al. vs. A. 17 
& S. F. et al. Complainants ask reconsideration, reopening and modi. 
fication and for oral argument. 

No. 23508 et al., Mountain-Pacific Oil Cases. Complainants in Np 
23760 and Sub. 1, C-B Oil Co. vs. A. T. & S. F. et al., and No. 2383) 
Burley Home Oil Co. et al. vs. C. M. St. P. & P., ask reconsidera. 
tion of record with view of Commission’s awarding reparation in the 
said dockets. 

No. 23508 et al., Mountain-Pacific Oil Cases. Utah Oil Refining 
Co. and Gem State Oil Co. asks for further consideration and deter. 
mination of issue of reparation. 

No, 23640, Rates on petroleum and petroleum products within state 
of Montana, and cases grouped therewith. Defendant, C. & N. W, 
asks for modification of order. 

No. 25228, Rudolph Wurlitzer Co. vs. N. Y. C. et al. 
asks reconsideration. 

No. 25345, J. R. Thames & Co. vs. C. & O. et al. 
asks reconsideration. 

1. & S. 3845, Onions from Colorado to Eastern points. Respondents 
ask for reconsideration by entire Commission and postponement of 
effective date of order. 

No. 24930, Northwestern Retail Coal Dealers’ Association ys, 
Cc. M. St. P. & P. Complainant asks reopening of the case for 
reconsideration as to additional destination points in North and South 
Dakota to which reduced rates should be ordered and reparation 
awarded. 

No. 25164, G. W. Brumley vs. C. & S. et al. Defendants .ask 
reconsideration of decision of division 3 upon existing record and a 
reversal of the findings and order of that devision. 

No. 25135, Part 7, Increases in intrastate fregiht rates, Montana, 
Northern Pacific and B. A. & P. ask modification of order dated 
November 7, 1932, with respect to certain intrastate rates on carload 
shipments of arsenic plant residue and Northern Pacific and Montana, 
Wyoming & Southern Railroad ask modification of order of November 
7, 1932, with respect to certain intrastate rates on carload shipments 
of lump and slack coal. 

I. & S. 3234, fresh meats and packing house products to, from 
and between points in southern territory. Jacob Dold Packing Co., 
Wichita, Kan., and Dold Packing Company, South Omaha, Neb., pro- 
testants herein, have filed a petition in support of respondents’ pe- 
tition for a further postponement of the effective date of the Com- 
mission’s order in I. & S. 3234. 

No. 17000, part 3, rate structure investigation, cotton. Carolina 
& Northwestern and Southern Railways ask modification of order. 

No. 23424, E. H. Milton & Sons et al. vs. A. & S. et al., and 
eases grouped therewith. Defendants ask reopening and consolida- 
tion of these proceedings with No. 24899, A. B. Cole & Sons et al. 
vs. M. P. et al., and for oral argument before the entire Commission. 

No. 23860, Schmidt Lumber Co. et al. vs. C. C. C. & St. L. et al. 
Defendants ask reopening and consolidation with No. 24899, A. B, 
Cole & Sons et al. vs. M. P. et al., and for oral argument before 
entire Commission. 

No. 24899, A. B. Cole & Sons et al. vs. M. P. et al. 
ask oral argument before entire Commission. 

No. 25002 and Sub. 1, St. Paul Live Stock Exchange vs. C. M. 
St. P. & P. et al. Line-haul defendants ask reopening for reargument 
and reconsideration upon record as made and for a _ postponement 
of the effective date of the order pending such reconsideration. 

No. 25635, Mesker Brothers Iron Co. vs. C. M. St. P. & P. et al. 
Defendants ask reconsideration by entire Commission, 

No. 26052, Bellefonte Central vs. Pennsylvania et al. Defendants, 
Pennsylvania; Monongahela; Pittsburgh, Chartiers & Youghiogheny; 
and Western Allegheny, ask the Commission to dismiss the com- 
plaint, to strike the complaint, and for a further and better state- 
ment of the nature of the complaint. 


MORE COOPERATION ADVOCATED 


As part of its reply memorandum in No. 25984, surcharges 
on intrastate traffic within the state of Nevada, which is being 
handled in accordance with the shortened procedure, the Nevada 
Public Service Commission makes suggestions concerning more 
effective federal and state cooperation in the consideration and 
disposition of cases. Chairman J. F. Shaughnessy, of the 
Nevada body, has sent copies not only to the Commission and 
to each commissioner but to Commissioner-Coordinator East- 
man in his capacity of coordinator, 

“We have made some, suggestions re more effective federal 
and state cooperation,” said he, in his letter of transmittal to 
the coordinator. “As new codes of cooperation seem to be the 
order of the day in every line, we are hopeful some improve- 
ment can be worked out in the railroad field.” 

The Nevada commission’s suggestions pertain to incomplete 
rate adjustments, supervision of the Commission over railroad 
and shipper conferences which is declared to be imperative, and 
federal and state cooperation which is asserted to be defective 
and should be amplified. 

As to what is meant by the terms “incomplete rate adjust- 
ments” the reply memorandum instances No. 17000, part 8, 
Hoch-Smith cottonseed and its products, now in the stage of 
conferences between shippers and carriers to work out adjust- 
ments of the character indicated by the Commission but not yet 
completed, although the matter has been pending for more than 
six years; the Hoch-Smith petroleum cases and the Hoch-Smith 
western livestock cases. 

As a remedy for the situation with respect to those and 
other incomplete rate adjustments, the Nevada commission 
says the conferences with respect to such cases should be pre- 
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sided over by representatives of the Commission and a result 
worked out that will be expeditious, just and reasonable. It 
is asserted that that cannot be done by leaving control to the 
railroad traffic managers alone. 

With regard to federal and state cooperation, the Nevada 
commission’s suggestion is that if there is some discrimination 
due to a difference in the level of rates ordered for interstate 
application and those being made for state application, then, 
logically in major rate cases, the Commission, by appropriate 
arrangement, “upon request of the states,” should require car- 
riers to bring intrastate rates down to the level of the interstate 
rates ordered in such cases, if that power was to be exercised 
upon request of the railroads. 











SOUTH DAKOTA SURCHARGES 


The Commission, in No. 25986, surcharges on intrastate 
traffic within the state of South Dakota, has entered an order 
discontinuing the proceeding. The discontinuance order was 
based upon advice that the South Dakota Board of Railroad 
Commissioners, under date of June 27, had authorized the col- 
lection of surcharges on intrastate traffic in that state similar 
to those permitted by the federal body on interstate traffic in 
Fifteen Per Cent Case, 1931, 178 I. C. C. 539, 179 I. C. C. 215 
and 191 I. C. C. 361. 

This proceeding, a thirteenth section inquiry, was _ insti- 
tuted by order of the federal Commission, dated May 18, upon 
petition of railroads, based upon the failure or refusal of the 
South Dakota board to permit the imposition of surcharges on 
intrastate traffic. 


FLORIDA SURCHARGE CASE 


Florida and its railroad commissioners, in State of Florida 
et al. vs. United States and Interstate Commerce Commission, 
in the federal court for the southern district of Florida, have 
applied for an order from the court enjoining and setting aside 
the order of the Commission of June 6 extending the imposition 
of surcharges on Florida class and commodity rates. The order 
was made in No. 25910, surcharges on intrastate commerce 
within the state of North Carolina, covering not only North 
Carolina, but Florida, South Carolina, Georgia, Kentucky and 
Ohio as well. 

The bill of complaint alleges that the order constitutes an 
invasion of the sovereign rights of Florida, imposing burdens 
on the citizens of Florida in a discriminatory manner, a taking 
of their property without due process of law and a denying: of 
the equal protection of the laws. 

The Commission, in No. 25937, surcharges on intrastate 
traffic within the state of Florida, has overruled a motion filed 
on behalf of the Railroad Commission of Florida to set aside 
the order in this case and for further hearing and reconsidera- 
tion. 


PRESIDENT AND “HOT” OIL 


The Traffic World Washington Bureau 


General rules and regulations have been prescribed by Sec- 
retary Ickes of the Department of the Interior, under the indus- 
trial recovery act, to make effective the prohibition therein con- 
tained against the shipment in interstate and foreign commerce 
of illegally produced or illegally withdrawn from storage petro- 
leum and its products, in accordance with the President’s procla- 
mation on that subject. (See Traffic World, July 15, p. 99.) 
They apply to transportation whether by rail, pipe line, water, 
truck or any other means of conveyance. They provide for the 
protection of the transporting agency by means of affidavits pre- 
sented to it by the shippers, certifying that the petroleum or 
products thereof have not been illegally produced or withdrawn 
from storage. The affidavits are to show the names and post 
office addresses of the producers and the shippers. 

Administration of the rules and regulations is to be by the 
Division of Investigations of the Department of the Interior. 
The general scheme is to require monthly reports from pro- 
ducers, refiners, purchasers and shippers enabling the govern- 
ment to keep a check upon all the movements of petroleum and 
its products. The first report is to be as to the period ending 
Aug. 5. Reports for shorter intervals may be required. 

Petroleum and its products are in interstate and foreign 
commerce, according to the regulations when they are in course 
of shipment or transportation by rail, pipe line, water, truck or 
any other means of transportation from one state or territory 
to another state or territory, the District of Columbia, or to a 
foreign country; or when petroleum or any of the products “is 
in any quantity or in any manner commingled with petroleum 
or the products thereof some part of which is in the course of 
such shipment or transportation, regardless of how such com- 
mingling occurs during the various processes of shipment or 
refining.” 
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Because of the interrelation of interstate and intrastate com- 
merce in petroleum and the products thereof, “and the direct 
effect upon interstate and foreign commerce of petroleum and 
the products thereof moving in intrastate commerce, it is essen- 
tial,” says the regulations, “and hereby required ... that there 
shall be furnished the Division of Investigations of the Depart- 
ment of the Interior such information as respects production, 
purchase and shipments . . . regardless of whether such produc- 
tion, purchase and shipments are in interstate and foreign com- 
merce or in intrastate commerce.” 

A conference with a view to working out a simplifying re- 
vision of the regulations governing the transportation of pe- 
troleum and its products from states having conservation meas- 
ures tending to limit the production of crude petroleum was 
held at the office of Assistant Solicitor Fahey, of the Depart- 
ment of the Interior, on July 20. It was attended by R. V. 
Fletcher, general counsel of the Association of Railway Execu- 
tives; Fayette B. Dow, Washington representative of the Amer- 
ican Petroleum Institute, and Russell B. Brown, secretary and 
counsel of the Independent Petroleum Association of America, 
and others. 

The part of the regulations most under discussion on ac- 
count of its alleged perplexity was Regulation VI, providing for 
the filing by shippers of affidavits with carriers averring that the 
petroleum or product offered for shipment was not illegally pro- 
duced. One part of that regulation requires the recital of sup- 
porting facts “including the number of barrels included within 
the shipments, a designation by wells or otherwise of the wells 
producing the petroleum shipped, the time during which such 
petroleum was produced and the rate of daily production dur- 
ing this period, together with the amount of production allowed 
by state law or regulations thereunder during this period of 
production.” 

Under that language, it was pointed out, a wholesale 
druggist desiring to ship petrolatum or a medicinal oil from 
a state having conservation laws, would have to provide facts 
that could be obtained only at the cost of much time and 
labor by him, if at all. 

According to a report sent to the Department of the In- 
terior, based on information gathered by the Texas commis- 
sion, the effect of the prescription of regulations to exclude 
illegal oil from interstate commerce was to reduce the produc- 
tion in that state on July 18 to the amount prescribed by the 
Texas body as the amount that should not be exceeded on one 
day, a condition which, it was said, had not obtained for a 
long time. 





ORDER IN SUGAR CASES 


The Commission, by an order (not a decision), in I. and S. 
3814, sugar from Gulf and South Atlantic points, I. and S. No. 
3829, sugar from eastern points to central territory, and I. and S. 
No. 3837, sugar from New Orleans to Arkansas, Missouri and 
Oklahoma, has made its order, dated July 3, more definite by 
inserting dates vacating its orders of suspension and dates upon 
which new schedules must be filed and made effective. 

As amended, the order in I. and S. 3814, suspending the 
schedules embraced therein, is set aside effective July 29, in 
so far as it relates to rates based on a minimum of 60,000; pro- 
vided that supplements changing the effective date of such 
schedules shall be made effective not earlier than July 29, by 
not less than five days’ filing and posting. A like provision has 
been inserted in that case in respect to the schedules naming 
a minimum of 80,000 pounds. Similar changes have been made 
in respect of the ordering paragraphs relating to I. and S. Nos. 
3829 and 3837. 





COMMISSION ORDERS 


No, 17083, United States Can Co. vs. A. & V. et al. Order en- 
tered herein on October 24, 1927, in so far as said order requires 
maintenance of rates on tin cans, in carloads, from New Orleans, 
La., to destinations in Mississippi Valley territory which result in a 
difference or disparity between the rates from East Norwood (Cin- 
cinnati), O., and the rates from New Orleans to said destinations 
no greater than that prescribed in said order, is vacated and set aside: 

No. 23093 (Sup. No. 19), B. F. Bowen et al. vs. A. T. & S. F. 
et al. Petition of complainant Wheatland Cooperative Marketing As- 
sociation for reconsideration of complainants’ petition which was de- 
nied by the Commission's order of May 2, 1933, is denied. 

No. 23810, Hamilton Manufacturing Co. vs. C. & N. W. et al. 
Petition of complainant for reopening and oral argument, denied. 

No. 24441 (and Subs. 1 and 2), Brownell Corporation vs. A. T. 
& S. "i et al. Proceedings reopened for reconsideration upon record 
as made. 

No. 25144, Dimmitt Coal & Grain Co. vs, C. R. I. & G. et al. 
Petition of defendants for rehearing, reargument and reconsidera- 


No. 25251, American Seed Trade Association vs. A. & R. et al. 
Petition of complainant for reconsideration and/or rehearing, if nec- 
essary, denied. 

No. 25812, American Highway Freight Association, Inc., vs. Rail- 
way Express Agency, Inc., and No. 25853, Same vs. Southeastern Ex- 
press Co. et al. Motion to dismiss filed by Railway Express Agency, 
Inc., defendant in No. 25812: motion to dismiss filed on behalf of 
Southeastern Express Company in No, 25853; and motion to dismiss 
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filed on behalf of Southeastern Express Co. contained in its answer 
to the complaint in No. 25853 overruled, without prejudice to the 
right of renewal thereof at the close of the hearing. 

No. 26051, J. K. Dering Coal Mining Corporation et al. vs. I. C. 
et al. Illinois Coal Traffic Bureau permitted to intervene. 

No. 24718, White Eagle Oil Corporation vs. B. F. & I. F. et al. 
Proceeding reopened for reconsideration upon record as made. 

No. 25005, Cleveland Growers’ Marketing Co. et al. vs. N. Y. C. 
> =. et al. Petition of defendants for reopening and rehearing 

enied. 

No, 24389, Brunswick-Balke-Collender Co. et al.. vs. B. & O. et al. 
and No. 24659, Zenith Radio Corporation vs. G. T. W. et al. Petition 
of complainants for reopening and reconsideration denied. 

No. 25718 (Sub. No. 5), Paul Lieberman, trading as Lieberman 
Produce Co., et al. vs. A. C. & Y. et al. Sears, Roebuck & Co., Chi- 
cago, Ill., permitted to intervene. 

Finance No. 8776, Ft. Worth & Denver Northern construction. 
Time prescribed in said certificate within which the Ft. Worth & 
Denver Northern shall complete construction of line of railroad above 
mentioned is extended to July 1, 1934. 

No. 25291, Federated Metals Corporation vs. Pennsylvania et al. 
Complaint dismissed upon complainant’s request. 

No, 25034, Iowa State Brand Creameries, Inc., et al. vs. B. & O. 
et al. Complaint dismissed, no request for hearing on reasonable- 
ness of rates charged on shipments upon which reparation was claimed 
having been received. 

No. 24253, Sub. 2, Armour & Co. vs. A. C. & Y. et al. Complaint 
dismissed, no request for hearing on reasonableness of rates charged 
on shipments upon which reparation was claimed having been 
received. 

Finance No, 10008, St. L.-S. F. reorganization. United States 
Fidelity and Guaranty Co. permitted to intervene. 

No. 25939, Leigh Banana Case Co. vs. A. & R. et al. 
dismissed upon complainant’s request. 

No. 25045, Winifrede Railroad vs. C. & O. et al. 
missed, same having been satisfied. 

No. 22716, W. K. Dickinson vs. A. T. & S. F. et al. Petition filed 
by complainant dated June 10, 1933, for reconsideration of com- 
plainant’s petition of March 25, 1933, and vacation of Commission’s 
order of May 1, 1933, denying the last mentioned petition, or for 
reopening of this proceeding for further hearing for purpose of deter- 
mining amount of reparation due denied. 

No. 17000, Part 5, Rate structure investigation, furniture. Order 
entered herein on July 28, 1931, as since amended, which by its 
present terms, so far as the same requires establishment of rates for 
application between points in southern territory and points in western 
trunk-line territory, will become effective on August 21, 1933, is 
further amended so that as to said rates it shall become effective on 
October 20, 1933, instead. 

No. 13413, In the matter of automatic train control devices. South- 
ern Pacific Co. Proceeding reopened for further hearing on question 
of vacating, setting aside or suspending until further order of the 
Commission, the orders entered herein of June 13, 1922, and January 
14, 1924, as amended, in so far as such orders apply to the line operated 
by the Southern Pacific Co. between Pittsburg, Calif., and Fresno, 
Calif., at such time and place as may be hereafter determined. 

No. 16750, National Poultry, Butter & Egg Association et al. vs. 
A. & R. et al. The order entered March 9, 1933, which was by its 
terms made effective on or before June 9, 1933, upon not less than 
30 days’ notice, and which was by order dated April 29, 1933, modified 
so as to become effective on September 7, 1933, upon not less than 
30 days’ notice, is further modified so as to postpone its effective date 
until further order of the Commission, except that said order of 
March 9, 1933, as modified by order dated April 29, 1933, shall remain 
in full force and effect in so far as it requires the establishment and 
maintenance of rates from Laramie, Medicine Bow, Walcott, En- 
campment, Rawlins, Wamsutter, Rock Springs, Evanston, Kemmerer, 
Border, Granger, Powder River, Bonneville, Shoshone, Riverton, Lan- 
der, Thermopolis, Worland, Basin, Greybull, Lovell, Frannie, Cody, 
and Parkman, Wyoming, to Sioux City, Iowa, Omaha, Neb., Kansas 
City, Mo., Philadelphia, Pittsburgh, and Scranton, Pa., Minneapolis- 
St. Paul, and Duluth,/ Minn., Cleveland and Cincinnati, Ohio, Chi- 
cago, Ill., St. Louis, Mo., New York, and Buffalo, N. Y., Detroit, 
Mich., Boston, Mass., Indianapolis, Ind., and Newark, N. J., and 
from points in Missouri to destinations in western trunk line and 
official territories. 

No. 25220, American Lime & Stone Co. et al. vs. Pennsylvania 
et al. and cases grouped therewith. Southwark Manufacturing Co. 
permitted to intervene. 


Complaint 


Complaint dis- 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9922, authorizing George R. Sykes, 
trustee of the Minarets and Western Railway Company, Limited, to 
issue not exceeding $15,000 of trustee’s certificates, to be sold or 
otherwise disposed of at not less than par, the proceeds to be used 
in the operation, maintenance, and protection of the properties of 
the Minarets & Western Railway Company, Limited, or in payment 
of indebtedness incurred for such purposes, approved. 

Report and certificate in F. D. No. 9987, permitting abandonment 
by the Bangor & Aroostook Railroad Company of a portion of its 
line of railroad in Penobscot county, Me., approved. 

Report and certificate in F. D. No. 10014, permitting the Pere 
Marquette Ry. Co. to abandon part of a line of railroad in Genesee 
and Lapeer counties, Mich., approved. 

Report and certificate in F. D. No. 10035, authorizing the Belle- 
vue & Cascade R. R. Co. to acquire and operate a narrow-gauge 
line of railroad of the Chicago, Milwaukee, St. Paul & Pacific R. R. 
Co. in Jackson and Dubuque counties, Iowa, approved. 


FINANCE APPLICATIONS 


Finance No. 10077. Denver & Rio Grande Western Railroad Co. 
asks authority to abandon portion of its Little Cottonwood branch in 
Salt Lake county, Utah, between a point near Sand Pit and Wasatch, 
6.78 miles, and about a mile of side and spur tracks. 

Finance No. 10079. Arizona Eastern Railroad Co. and Southern 
Pacific Co. asks authority to abandon portions of Mesa and Casaba 
branches in Maricopa county, Ariz., at or near Tempe, less than a 
mile; between Creamery and Mesa, 4.517 miles, and between a point 
near Pozo Junction and Casaba, 4.35 miles. 

Finance No. 10076. Pennsylvania Railroad Co. asks authority to 
abandon its Mahoning branch, extending from Dunbar to Mahoning 
Works, Fayette county, Pa., a distance of approximately 1 mile. 

Finance No. 10075, St. Louis Southwestern Railway Co. of Texas 
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asks authority to extend for a period of five years from May 1, 1933 
an agreement that has been in effect since May 1, 1903, under whic) 
the applicant uses the property of the Dallas Terminal Railway & 
Union Depot Co. 

Finance No. 10074, Chicago, Burlington & Quincy Railroad (Co, 
asks authority to continue for two years from Aug. 1, 1933, to operate 
under trackage rights over the Baltimore & Ohio Southwestern 
Railroad Co., between Shattuc and East St. Louis, Ill., 54 miles. The 
Burlington has operated over the tracks under an agreement of 
August 5, 1913, which expires August 5, 1933. A supplemental agree. 
ment providing for continuation of operations for two years hag 
been entered into. 


C. B. S. CONSTRUCTION 


The commission, by division 4, in Finance No. 9735, Coos 
Bay Southern Railway Co. proposed construction, has found that 
the present and future public convenience and necessity have 
not been shown to require the construction of a railroad by the 
applicant in Coos county, Ore., from a connection with a branch 
of the Southern Pacific at North Bend to the plant of the Sitka 
Spruce Pulp & Paper Co., a distance of about 5.5 miles. The 
commission, in denying the application, said that the estimates 
of the tonnage and revenue submitted in the case appeared to be 
based more upon hope than upon any reasonable expectation. 

Coincidentally, in Finance No. 9721, Coos Bay Southern 
Railway Co. reconstruction loan, the commission, by division 4, 
denied approval of a loan of $75,000 to the railway company by 
the R. F. C. It said that the concurrent application for permis. 
sion to construct having been denied, it could not approve the 
loan requested. 


TALLULAH FALLS ABANDONMENT 


In Finance No. 9849, Tallulah Falls Railway Co. proposed 
abandonment, Examiner Prichard has recommended that division 
4 find that public convenience and necessity permit the abandon- 
ment of the whole line of the applicant, extending from Cornelia, 
Ga., to Franklin, N. C., a distance of about 57.1 miles. Applica- 
tion for permission to abandon was made by J. F. Gray, the 
company’s receiver. 

The receiver according to the report, has cut wages and 
rates and used other economies to keep the road going in com- 
petition with trucks and busses moving over the hard surface 
highway paralleling the railroad for most of its distance, the 
rates at one time being only the arbitraries over the junction 
point rates allowed by the Commission. 


WEIGHT TOLERANCE RULE 


Attorneys for the railroads in I. and S. No. 3654, weight 
tolerance rule, applicable on coal, have requested the Commis- 
sion to strike from its files the petition of the Fullerton Lumber 
Co. and the St. Anthony & Dakota- Elevator Co., for rehearing 
and for hearing before the entire Commission on account be- 
cause of what they call unfounded insinuations against the 
Commission and an uncalled for attack upon counsel and wit- 
nesses for the carriers; or, in the alternative, the denial of the 
petition. 

The petitioners asked for reopening for rehearing and hear- 
ing before the entire commission on the ground, among others, 
that Commissioner McManamy, who wrote the report, did not 
have the advantage of an active part in any of the proceedings, 
was not present at the arguments and did not hear any of the 
testimony. They also referred to one of the carrier exhibits as 
little short of a “delusion and a snare”; asserted that the Com- 
mission was misled in the same way that the petitioners were 
misled by the tactics of the carriers in handling petitioners in 
this case and in the case of which it was a continuation. They 
referred to methods they attributed to J. N. Davis, one of coun- 
sel for the railroads, as “tricky.” They asserted that the de- 
cision of the Commission increasing the tolerance to 1.5 per 
cent was a step backward. 


Carrier attorneys said that the impertinence of the in- 
sinuations that Commissioner McManamy had insufficient 
knowledge of the record and issues in the case to have written 
the decision and that “all of the members of the Commission” 
had not given the case adequate consideration, were character- 
istic of the tone of the entire petition, and was as unfounded as 
were the intemperate and unjustified averments charging bad 
faith by the carriers’ representatives in the conduct of the 
proceedings. They declared that all testimony and _ exhibits 
offered by the carriers were subject to cross examination by 
all protestants, including the two who signed the petition, and 
to rebuttal. Furthermore, they declared, the protestants, includ- 
ing the two who had signed the petition, were given oppor- 
tunity during the hearing and after the hearing closed to study 
the underlying working sheets of Exhibit 40, about which the 
petitioners had made some of the observations to which objec- 
tion had been laid. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court of Florida.) Declaration in action for dam- 
ages to trunk in baggage room held to allege action against 
railroad aS warehouseman. 

Though declaration contained many allegations referring to 
defendant as common carrier and relating to obligations to 
plaintiff as common carrier to transport plaintiff and her bag- 
gage, negligence complained of was alleged to have occurred 
while baggage was in Storage in defendant’s baggage room, 
and specific negligence charged was that defendant, by careless 
and negligent manner in which it kept trunk, allowed great 
quantities of water to damage trunk and contents, such trunk 
having been left in baggage room on ground floor and to stand 
in water for such period of time that trunk and contents were 
completely destroyed, and declaration further alleged that plain- 
tiff paid to defendant 66 cents as usual charge exacted for 
storage of baggage. (Florida East Coast Ry. Co. vs. Anderson 
et al., 148 So. Rep. 553.) 
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ipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 
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(Court of Appeals of New York.) Maritime contracts of 
carriage may, within limits prescribed by legislation and public 
policy, include provisions excepting certain risks or limiting 
relations of parties. (M. & T. Trust Co. vs. Export S.S. Corpora- 
tion, 186 N. E. Rep. 214.) 

Construction of bills of lading issued pursuant to federal 
statutes for shipments to foreign country is federal question 
(Harter Act (46 USCA, Sec. 190 et seq.); Bill of Lading Act 
(49 USCA, Sec. 81 et seq.) ).—Ibid. 

Bill of lading provision limiting time for notice of loss in 
case of “failure to make delivery” applied to shipper’s action 
for conversion for ocean carrier’s delivery of shipments at des- 
tination to unauthorized person without surrender of outstand- 
ing order bills of lading (Harter Act (46 USCA, Sec. 190.) Bill 
of Lading Act (49 (U.S.A., Sec. 81 et seq.) )—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
° 1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


_ (Court of Appeals of New York.) Court may not interfere 
With determination of Public Service Commission on facts 
where there is evidence supporting commission’s finding. (Peo- 
ple ex rel. Public Service Interstate Transp. Co., Inc., vs. Pub- 
lic Service Commission et al., 186 N. E. Rep. 195.) 

— Public Service Commission possesses no implied power.— 
1d, 

Condition attached by Public Service Commission making 
certificate of convenience and necessity revocable by commis- 
Sion held unauthorized in certificate issued before enactment 
of Statute conferring express power of revocation (Transporta- 
tion Corporations Law, Secs. 25, 26; Public Service Law, Sec. 
63-d, subd. 4, as added by Laws 1931, c. 531).—Ibid. 

Certificate of convenience and necessity containing unau- 
thorized conditions must be entirely disregared when language 
thereof clearly indicates intent to withhold or cancel certificate 
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unless conditions are complied with (Transportation Corpora- 
tions Law, Secs. 25, 26; Public Service Law, Sec. 63-d, subd. 4, 
as added by Laws 1931, c. 531).—lIbid. 

Certificate of convenience and necessity for bus line, issued 
on authorized condition making certificate revocable by com- 
mission for cause, held void (Transportation Corporations, Law, 
Secs. 25, 26; Public Service Law, Sec. 63-d, subd. 4, as added 
by Laws 1931, c. 531).—Ibid. 





(Supreme Court of California.) Complaint charging named 
individual with misdemeanor for violating Public Utilities Act 
by willfully operating motor vehicle over public highway with- 
out certificate of public convenience and necessity held to 
charge criminal offense punishable by imprisonment, against 
named individual as individual, and not in capacity of passenger 
stage corporation which is subject only to fine (Gen. Laws 1931, 
Act 6386, Secs. 2 (dd), 2% (b, d), 50%, 76-78, 80). (Ex Parte 
Marriott, 22 Pac. Rep. (2nd) 692.) 

Whether one charged with violating Public Utilities Act is 
private carrier is question of fact for trial court, and not for 
Supreme Court in habeas corpus proceeding (Gen. Laws 1931, 
Act 63886, Sec. 504%4).—Ibid. 

Section of Public Utilities Act which prohibits passenger 
stage corporation from operating passenger stage over state 
highway without certificate of public convenience and necessity 
held constitutional, and not discriminatory (Gen. Laws 1931, 
Act 6386, Sec. 5014; Const., art. 1, Sec. 21).—Ibid. 

Motor Carrier Transportation Agent Act held not unconsti- 
tutional because act regulates private carriage of passengers 
for hire by motor stage, which subject is not expressed in title 
(Gen. Laws 1931, Act 5130b; Const., art. 4, Sec. 24).—Ibid. 





(Supreme Court of Arkansas.) Where there was no evi- 
dence of any order of railroad commission prior to December 1, 
requiring railroad to maintain station agent, and offense of 
violating order was alleged to have been committed November 
26, finding that railroad violated order held erroneous (Craw- 
ford & Moses’ Dig., Secs. 1640, 1692). (Chicago, R. I. & P. 
Ry. Co. vs. State, 60 S. W. Rep. (2nd) 924.) 


RECAPTURE WORK FEE SUIT 


Litigation has been begun in the Supreme Court of the 
District of Columbia, equity No. 55997, George H. Parker vs. 
Genesee & Wyoming Railroad Co., W. H. Woodin, Secretary of 
the Treasury, W. A. Julian, treasurer of the United States, and 
Interstate Commerce Commission, for the recovery of a fee of 
$25,000 on account of the work alleged to have been done by 
the plaintiff in connection with proceedings before the Com- 
mission in recapture matters and before the committees of 
Congress in support of measures repealing the recapture part 
of section 15a. The defendants are to show cause why they should 
not be enjoined from paying to the Genesee & Wyoming $486,- 
107.56 paid by it as recapturable excess income in the period the 
recapture provisions of the law were in effect and that an 
equitable lien of $25,000 be decreed to Parker with interest from 
June 29, 1933. 

The complainant, a lawyer living in Chevy Chase, Md., a 
suburb of Washington, claims $25,000 as a fee for his endeavors 
in behalf of the Genesee & Wyoming, under a contract of em- 
ployment made in 1928 under which he alleges he was to obtaina 
refund of the recapture payments, $3,000 to be paid when a Dill 
or amendment to a bill for repeal of recapture was introduced 
in Congress and the $25,000 contingent upon repeal retroactively. 
It is claimed in the petition filed in court that the plaintiff’s 
“diligent and continuing efforts in that behalf were greatly 
responsible for the said change in sentiment (in behalf of repeal) 
which ultimately resulted in retroactive repeal.” Mr. Parker 
declares that there was no criticism of or dissatisfaction with 
his services, but that on Feb. 28, 1933, he was notified to make 
no efforts at the special session of Congress “with the thought 
in mind that you were doing so on behalf of the Genesee & 
Wyoming Railroad Co. on the basis of the agreement for your 
employment made in 1928.” On June 23, he said, Edward L. 
Fuller, president of the railroad company, by letter specifically 
denied liability and refused to recognize any obligation under 
the contract. 

The court is asked to enjoin the parties defendant, to ap- 
point a receiver for the railroad company for this purpose and 
afford him other relief. The suit was filed, according to the 
petition, because the railroad company has no assets within 
the jurisdiction of the court other than the recapture money held 
in the Treasury. 

The Commission has asked to be dismissed from the suit on 
the ground that it has no interest in the dispute. 
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NATIONAL TRANSPORT PLAN 


The first meeting of what it is thought may be known as 
The National Transportation Conference of 1933, representing 
the major business, financial, and transportation interests, was 
held in Chicago July 18, 19, and 20, to be followed by an organ- 
ization meeting in New York August 10. The avowed purpose of 
those responsible for the formation of the conference is the 
development of a national transportation plan, clearly outlining 
fundamental principles of public policy underlying regulation, 
ownership and use of transportation facilities. 

The program is similar to that set up in 1919, prior to 
enactment of the transportation act of 1920. At that time the 
United States Chamber of Commerce acted as host organization 
in creating a transportation conference composed of divergent 
interests to study the transportation situation and make recom- 
mendations to Congress. Many of the recommendations and 
principles embodied in reports of the conference were included 
in the 1920 legislation. 

Recent developments, both in the general business field 
and in transportation, particularly as expressed in Washington 
activities, are said to have inspired various interested groups to 
call this conference, with the intention of studying the problems 
involved in a series of round-table meetings through the rest of 
the summer and fall, with the hope that substantial agreement 
can be reached on many of the points at issue, and that, at 
least, the “ground can be narrowed” so that an intelligent pres- 
entation can be made before Congressional committees at hear- 
ings on the permanent transportation legislation President 
Roosevelt has indicated will be presented at the next session of 
Congress and Coordinator Eastman has been instructed to get 
in shape. 

Some thirty-two representatives of various transportation, 
business, and financial associations participated in the initial 
conference, at the call of Harry A. Wheeler, president of the 
Railway Business Association. Mr. Wheeler was elected chair- 
man of the conference. He was at the head of the United States 
Chamber of Commerce at the time of the conferences in 1919. 
In discussing the composition of the present conference, and its 
aims, he pginted out that the Chamber of Commerce had been 
invited to participate in this one but that, as yet, it had not 
decided to do so, as an organization, having recently circularized 
its members on many of the matters that would come before the 
conference. In 1919, he said, the transportation problem was 
essentially a railroad problem. The situation had changed vastly 
in the intervening years, he said, changing the entire back- 
ground of the problems to be considered. 


L. C. Sorrell, who is on leave of absence from the University 
of Chicago, making a number of studies for the Railway Business 
Association, was elected secretary of the conference. It was 
decided that each association participating in the conference 
should be limited to three voting members, but that each should 
be allowed to bring experts into the meetings. Coordinator 
Eastman had been consulted as to participation by representa- 
tives of his organization, it was said, but had not given a de- 
cision. The National Industrial Traffic League had also been 
invited but was not represented. A number of other important 
groups with a direct interest in the problems to be dealt with 
were to be invited to future conferences, who either had not 
been invited to this first conference or were not represented, 
according to statements made by Mr. Wheeler. 


In discussing the need for the conference, Mr. Wheeler said 
the experience of the last session of Congress, and of other 
sessions also, had shown that committee hearings were fre- 
quently worse than useless, due to the divergent and conflicting 
testimony presented. In effect, the committees found it necessary 
to write their own bills. By bringing the major interests to- 
gether in meetings extending over a number of months and 
letting them “fight it out,” common ground would be reached on 
many matters before Congressional hearings began, it was 
hoped. The major engagements of the battle would be over, the 
smoke cleared away, and helpful assistance would be possible. 

Two main subjects will occupy the next session of the con- 
ference in New York, according to a statement issued. They 
are the desirability of private ownership of transportation facil- 
ities and conditions pre-requisite to such private ownership and 
operation; and, second, equality of regulation, or the contrary, 
of all types of carriers. As to the latter, it is pointed out that 
it is necessary to define “equality of regulation,” and “to de- 
termine to what degree it means identical regulation for the 
several transportation agencies, and wherein regulation may 
properly differ. In other words, it must be defined in terms of 
specific legislative content.” 

The question of private ownership was not to be approached 
in terms of the old controversy of the social desirability of that 
or of public ownership, but in terms of the things private owner- 
ship imply. There are certain things that follow if private 
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ownership is to continue, and there are certain things that tend 
to force public ownership upon us, it was stated. 

Organizations represented at the initial conference and 
those appearing for them were as follows: 


American Bankers’ Association: F. H. Gordon, vice-president 
First National Bank, Chicago; John G. Lonsdale, chairman, Mercan. 
tile Commerce Bank and Trust Company, St. Louis; Arthur H. Evans, 
vice-president, Continental Illinois National Bank and Trust Com. 
pany, Chicago. . 

American Highway Freight Association: J. L. Keeshin (presi- 
dent, American Highway Freight Association), president, Keeshin 
Motor Express Company, Chicago; C. S. Reynolds (executive regiona] 
director of Pacific northwest, American Highway Freight Associa- 
tion), president, Wilmot Reynolds and Lamb, Inc., Tacoma; Ted V 
Rodgers (executive regional director, New England, American High- 
way Freight Association), president, Pennsylvania Motor Truck As. 
sociation, Scranton. 

American Iron and Steel Institute: 
ager, Illinois Stee! Company, Chicago. 

American Newspaper Publishers’ Association: 
ager, traffic department, American Newspaper Publishers’ 
tion, New York. 

American Short Line Railroad Association: J. Fred Sheehy (re- 
gional vice-president, American Short Line Railroad Association) 
Chicago Short Line Railway, South Chicago, Ind. . 

American Railway Association: M. J. Gormley, president, Amer- 
ican Railway Association, Washington. 

Association of Railway Executives: J. M. Davis, president, Dela- 
ware, Lackawanna and Western, New York (representing eastern 
territory, Association of Railway Executives); R. V. Fletcher, genera! 
counsel, Association of Railway Executives, Washington; L. W 
Baldwin, president, Missouri Pacific, St. Louis; Ralph Budd, presi- 
dent, Chicago, Burlington and Quincy, Chicago; Dr. C. S. Duncan 
transportation economist. 

Association of Regulated Lake Lines: George B. Wright (mem- 
ber executive Committee, Association of Regulated Lake Lines) 
freight traffic manager, Detroit and Cleveland Navigation Company 
Detroit. 

Mississippi Valley Association: Cleveland A. Newton, counsel of 
Mississippi Valley Association, St. Louis; William R. Dawes, presi- 
dent, Central Illinois Securities Corporation, Chicago. 

Mississippi Valley Barge Line Company: J. W. Flannery, secre- 
tary, Mississippi Valley Barge Line Company, St. Louis. : 

National Association of Manufacturers: James E. Wilson (chair- 
man, transportation committee), vice-president, Larkin Company 
Buffalo; F. N. Bard, president. Barco Manufacturing Company, Chi- 
cago; Walter J. Kohler, Kohler, Wis.; Noel Sargent, secretary, Na- 
tional Association of Manufacturers, New York. 

Railway Business Association: Harry A. Wheeler, 
Railway Business Association, Chicago; Wm. E. Sharp, 
Grip Nut Company, Chicago. 

Security Owners’ Association and National Association of Mutual 
Savings Banks (Joint Committee): Milton W. Harrison, president 
Security Owners’ Association, New York; Henry Bruere (chairman 
committee on railroads, National Association of Mutual Savings 
Banks), president, Bowery Savings Bank, New York; Lewis M 
Firey, assistant to president, Security Owners’ Association, New 
York; Col. Leonard P. Ayers, vice-president, Cleveland Trust Com- 
pany, Cleveland; Fred N. Oliver (counsel, Security Owners’ Associa- 
tion and National Association of Mutual Savings Banks), Oliver ane 
Donnally, Washington; A. C. Robinson, chairman, Peoples-Pittsburgh 
Trust Company, Pittsburgh; James Lee Loomis, president, Connecti- 
cut Mutual Life Insurance Company, Hartford. 


M. M. Billings, traffic man- 


R. A. Cooke, man- 
ASssocia- 


president 
president 


The fact that the coastwise and intercoastal shipping in- 
terests had not been present was specifically mentioned, and 
the intention of inviting them expressed. The same applies to 
the National Automobile Chamber of Commerce, the National 
Association of Motor Bus Operators, and it was said the Aero- 
nautical Chamber of Commerce had been invited. The Oil In- 
stitute of America and national lumber association were men- 
tioned as “basic transportation groups,” or organizations with 
a large interest in transportation, which it was hoped would be 
brought in. In all, it was said, the full conference should con- 
sist of some fifty continuing representatives, giving an oppor- 
tunity to all of those with a vital interest in the conclusions 
of the conference an opportunity for a hand in their develpo- 
ment. 

The conference adopted the following statement: 


The representatives of the associations named above, convened 
in a Transportation Conference at Chicago, July 18-19, 1933, adopted 
the following statement: 

It is the sense of this Conference that careful consideration should 
be given at this time to the transportation problem, in both its develop- 
mental and regulatory aspects. In important respects transportation 
conditions have radically changed since the last general revision of 
transportation legislation in 1920. Valuable contributions have been 
made during the last two years by those associations and commit- 
tees, who have studied various phases of this problem, and have 
submitted definite formulations of their views. This conference be- 
lieves that the study now to be undertaken should be both compre- 
hensive in scope, and specific in character; that the transportation 
problem should be examined in its entirety. 

The Conference believes that the present time is opportune for 
such a study. In submitting to Congress the Emergency Transporta- 
tion Act of 1933, President Roosevelt stated: 

“The experience gained during the balance of this year will 
greatly assist the government and the carriers in preparation for 4 
more permanent and more comprehensive national transportation 
policy at the regular session of Congress of 1934.’ 

And further, the Federal Coordinator of Transportation in his 
statement to the Carriers’ Regional Coordinating Committees, July 14, 
1933, in part spoke as follows: 

“The duty which is imposed upon me, is to plan out and recom- 
mend through the Commission to the President and Congress further 
legislation of a more permanent character which will improve trans- 
portation conditions generally. Not the railroads alone are included 
within this purpose, but all transportation agencies upon which the 
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commerce and industry of the country depend. In this instance the 
act does not join you with me in the duty, no doubt because you 
have one special interest out of many which must be considered. 
Nevertheless I shall want your help, as well as the help of others.” 


If effective assistance is to be rendered by representatives of 
American business to the President, Congress, and the Coordinator, 
in the formulation of necessary legislation, it is obvious that thorough 
study of this problem must be carried on during the summer and 
Autumn of 1933. 


This Conference is of the opinion that a properly constituted 
conference of delegates, representing the public interest, the several 
transportation agencies, the shippers, the financial and other vitally 
interested groups, is an appropriate method for conducting that study. 
With continuing personnel, ample opportunity will exist for debate 
and interchange of experience; and for agreement wherever possible, 
and for a statement of the reasons for differences of opinion which 
cannot be unified. The Conference furthermore believes that a con- 
ference thus broadly constituted is not only an appropriate agency for 
study and formulation of views, but also for the dissemination of 
the results of this study. 


It is the purpose of this Conference to give consideration to a 
national transportation policy, as it relates to every agency of trans- 
portation, in order to determine, in so far as possible, the basic princi- 
ples that should underlie a transportation policy for the nation, and 
the specific changes in legislation which are necessary and desirable. 


NATIONAL TRANSPORT PLAN 


Need of a national transportation plan that will use all 
agencies of transportation to the greatest economic advantage 
is urged in Inland Transportation, by S. L. Miller, professor 
of transportation at the University of Iowa, a book of more 
than 800 pages, just published by McGraw-Hill Book Company, 
Inc.. New York. The book represents a complete revision and 
rewriting of the author’s Railway Transportation, published in 
1925. 

The rapid rise of forms of transportation in competition 
with the railroads and excessive duplication of services that 
have resulted, make a clear understanding of “the transporta- 
tion problem” essential to the welfare of the country, in the 
opinion of Prof. Miller. He discusses at considerable length the 
development of the various transportation agencies, details the 
services rendered and suggests reforms in legislation, manage- 
ment, and public opinion that he holds to be desirable. 


Among the general conclusions at which he arrives are that 
all of the important forms of inland transportation should be 
made to pay their own way and that they should be subjected 
to comparable regulation. He objects to the view that, subsidies 
removed, the cheaper form of transportation, other things being 
equal, will drive out the more expensive form, saying: “The final 
test of rendering a particular service by rail, by highway, by 
waterway, or by other means is not wholly relative cost; rather, 
the matter of fundamental concern is minimum cost of all serv- 
ices of a character acceptable to the public.” Mere lower cost 
of a given agency is not enough to give that agency a right 
to a particular field, he holds. 


In the words of the author, the book has, as its prime 
purpose, the giving of aid to those who seek an understand- 
ing of the transportation situation. Economic intelligence and 
statesmanship are increasingly needed for solution of the rail- 
way problem, he says. He points out the enormous changes 
that have occurred in the field of inland transportation in re- 
cent years, asserting that great economic waste will result un- 
less adequate planning is made for correlating the various 
agencies under fair conditions truly to reflect public need. 


The book is divided into five main parts, headed: “Intro- 
duction,” “Railway History of the United States,” “The Rail- 
way Service,” “Some Economic Aspects of Transport,” and 
“Modern Transport.” In a concluding chapter, the author sum- 
Marizes what he conceives to be the principle elements of a 
reasonable solution of existing and threatened transportation 
chaos. He favors bringing all the major forms of inland trans- 
portation under control of the Interstate Commerce Commis- 
Sion—rail, air, highway, pipe line, and waterway. He argues 
that, in general, the transportation agencies should receive more 
liberal treatment than has been the case in the past. 


“Commissions have been in the past niggardly, by and 
large, in dealing with agencies of transport subject to their 
control—with a heavier burden of guilt resting on the typical 
State body than upon the federal,” he says. “A policy that is 
unduly restrictive may, for a time, benefit the public served; 
but, in the end, because such a policy cripples vital agencies, 
the cost to the’ public of action that looks essentially to imme- 
diate advantage is even heavier than it is to ill-paid investors.” 


Highway users should be made to pay a larger share of 
Toad costs than is now the case, he says, and a charge should 
be made for the use of improved waterawys to cover the capital 
investment, interest, and maintenance of the waterways. The 
Private truck should remain free of regulation for the time, he 
Says, though experience may prove that to be unwise. 
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COORDINATOR OF TRANSPORTATION 


The Traffic World Washington Bureaw 


Methods of making effective a work program under the 
Roosevelt coordinator act on behalf of the federal coordinator’s 
organization and the railroad regional coordinating commit- 
tees were discussed at the meeting July 14 held by Coordinator 
Eastman with the railroad committees. (See Traffic World, 
July 15.) 

The coordinator’s directors and assistants, announced last 
week, were present at the conference. 

The regional committees of the coordinator and of the 
railroads, it was agreed, should get together to agree on 
methods of procedure and to take up the ground that should 
be covered by them. 

Mr. Eastman said it was decided that his section of freight 
service, headed by J. R. Turney, should work with an advisory 
committee to “thresh out” a plan with respect to handling less 
carload freight and express traffic. This committee will con- 
sist of the coordinator’s three regional traffic assistants and 
Charles Barham, traffic vice-president of the Nashville, Chatta- 
nooga & St. Louis; J. F. Deasy, vice-president of the Pennsyl- 
vania, and Frank W. Robinson, traffic vice-president of the 
Union Pacific. 

The membership of the regional coordinating committees 
of the railroads, including the representatives of the short lines 
and electric lines, follow: 

Southern group—Fairfax Harrison, president, Southern; L. 
A. Downs, president, Illinois Central; L. R. Powell, Jr., receiver, 
Seaboard Air Line; George B. Elliott, president, Atlantic Coast 
Line; and W. R. Cole, president, Louisville & Nashville. The 
short line representative for this region is H. W. Purvis, re- 
ceiver of the Georgia & Florida, and the electric line repre- 
sentative, Edgar Thompson, vice-president of the Piedmont & 
Northern. 

Eastern group—W. W. Atterbury, president, Pennsylvania; 
John J. Bernet, president, Chesapeake & Ohio; J. J. Pelley, 
president, New York, New Haven & Hartford; F. E. Williamson, 
president, New York Central; and Daniel Willard, president, 
Baltimore & Ohio. The‘short line representative for this region 
is K. A. Kemmerer, president of the Cornwall Railroad, and 
the electric line representative, Thomas Conway, receiver of 
the Cincinnati & Lake Erie. 


Western group—Carl R. Gray, president, Union Pacific; 
Ralph Budd, president, Chicago, Burlington & Quincy; S. T. 
Bledsoe, chairman of executive committee and general counsel, 
Atchison, Topeka & Santa Fe; H. A. Scandrett, president, Chi- 
cago, Milwaukee, St. Paul & Pacific; and Hale Holden, chair- 
man of the Southern Pacific Co. The short line representative 
for this region is J. Fred Sheehy, president of the Chicago Short 
Line, and the electric line representative, C. M. Cheney, presi- 
dent of the Waterloo, Cedar Falls & Northern Railroad. 

In addition to the members of the committees of the rail- 
roads and the coordinator’s staff there were present at the 
conference R. V. Fletcher, general counsel of the Association of 
Railway Executives; A. P. Thom, associate general counsel of 
that association; M. J. Gormley, president of the American 
Railway Association; Clarence Miller, general counsel, American 
Short Line Railroad Association, and C. D. Cass, of the Amer- 
ican Transit Association, representing electric lines. 

Coordinator Eastman’s address to the carriers’ 
committees follows: 


regional 


The appointment on these regional coordinating committees of 
distinguished railroad executives I regard as good evidence that the 
railroads of the country will cooperate to the utmost in a joint en- 
deavor with me to achieve the purposes of the emergency railroad 
transportation act, 1933. I thank you for your willingness to serve. 

At the outset of our joint undertaking, it may not be amiss to 
give you briefly my conception of the purposes of that act. It was 
not designed as the final answer to the transportation problem. -The 
hope is rather that it will be the means of finding the answer. It 
has two main purposes. One is to explore thoroughly ways of im- 
proving the net earnings of the railroads by avoiding what the act 
calls “wastes and preventable expense.’’ The original thought cen- 
tered around the drain on net earnings which many believe is caused 
by the unnecessarily keen competition and rivalry of the railroads 
with each other, and their inability to act together for the common 
good in ways which would imperil no public interest. The act as 
finally passed, however, covers other unnecessary and undue burdens 
on net earnings. 

Some of you, I know, doubt whether there is much burden of 
this character. I believe that it exists, but I do not know its extent. 
It is our duty under the act to find out, and that duty will, I am 
sure, be performed with your cooperation. 

Some have looked upon this search for waste and preventable 
expense as merely a project for limiting and curtailing service. If 
I thought of it as that, I would not be for it. More than ever it is 
important, with the competition by which railroads are now con- 
fronted, for them to give not only good but better service. They 
cannot afford to wean away traffic. That will drain away net earn- 
ings quite as effectively as any unnecessary expense. It is my hope 
that in our search for economies we shall find means of improving 
service, both freight and passenger, and shaping it to meet present- 
day conditions. 
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When it comes to savings which involve reductions in labor, we 
shall be hampered in early accomplishment by the restrictions upon 
such reductions which the act contains. Perhaps it is just as well, 
for the great immediate need of the country is an increase in the 
employment and purchasing power of its people, and no one wishes 
to run any risk of checking the upward trend which now seems 
under way. However, I have a very firm and abiding conviction 
that in the long run it is essential to the best interests of the rail- 
road employes themselves that the railroads should be operated with 
the maximum economy consistent with good service and right liv- 
ing conditions for those who work for them. The future of the 
railroads, with all the competition and changing conditions which 
confront them, is too hazardous to permit wisely of anything else. 
For this reason the search for savings, even if their realization is 
postponed, will amply justify itself. 

As you are aware, I pretend to no technical expert knowledge of 
railroad operation. My main function, so far as this part of the act 
is concerned, is to be a nucleus for joint endeavor, to inspire and 
promote it, and even to require it, if that proves necessary. I shall 
have at my command an organization which will supply some of 
my own technical deficiencies, and in choosing that organization my 
aim has been to select men who think that improvement is possible. 
Some of them are proponents of plans or have ideas which it may be 
that many of you do not accept. They have been chosen, not be- 
cause I myself am committed to any particular plans or ideas, but 
because we shall never get anywhere in our search if we do not 
have with us those who think there is something to find. 

In the course of our conference today, I shall discuss with you 
at some length the ground which I believe must be covered in our 
search. 

Plans for Future 


I turn now to the second purpose of the act. It is, in my judg- 
ment, of even more importance than the first. The duty which is 
imposed upon me, in accordance with this second purpose, is to 
plan out and recommend through the Commission to the President 
and to Congress further legislation of a more permanent character 
which will improve transportation conditions generally. Not the rail- 
roads alone are included within this purpose, but all transportation 
agencies upon which the commerce and industry of the country de- 
pend. In this instance the act does not join you with me in the 
duty, no doubt because you have one special interest out of many 
which must be considered. Nevertheless I shall want your help, as 
well as the help of others. 

You and I know, and the country Knows, that transportation has 
been drifting with accelerating speed toward a state of chaos. Con- 
ditions are highly unstable and uncertain and satisfy neither car- 
riers, investors, shippers, labor, nor the public generally. They re- 
semble the conditions which caused the creation of the Interstate 
Commerce Commission in 1887. The economic depression has been 
a great factor in recent railroad troubles, but the disturbing condi- 
tions which most threaten the transportation future are the product 
of the rapidly-developing competition from new and unregulated 
sources. 

I think I can picture the situation which we would all like to 
see exist. The various transportation agencies would form more of a 
transportation system than we now have, a system in which each 
agency, whether it be railroad, waterway, motor vehicle, airway, or 
pipe line, would play the part which it is best fitted to play, with a 
minimum of duplication and destructive competition. In the com- 
petition remaining there would be no unfair advantages. There 
would be reasonable stability in rates and charges, under effective 
government regulation, affording a firm foundation for the transac- 
tion of commerce and industry. The transportation business would 
be conducted on sound financial principles, under government super- 
vision or control, with management freed from exploiting influences. 
A sound basis would exist for the credit which the transportation 
industry will need under progressive management, if it is to adjust 
itself to new conditions and furnish the service and charge the rates 
which the country ought to have. Labor would have fair wages and 
satisfactory working conditions, and be able to cooperate with the 
management for the good of the industry and the country. 


This is a thumb-nail sketch of the ideal as I see it. No doubt 
we shall fall considerably short of the ideal. We always do. But at 
least it sets a mark at which to aim. It will be my purpose to can- 
vass the whole situation to the best of my ability, to martial the 
available facts, to review the experience of other countries, to con- 
sult with those who have given real thought to the subject, and to 
draw upon my own knowledge and experience. I have no preconcep- 
tions which are fixed and immutable. 


Fixed Charges 


In this eonnection one matter deserves special mention, because 
it seems to me that it has been the subject of misunderstanding and 
misconceptions. That is the matter of railroad fixed charges. Some 
seem to think that a railroad can reduce fixed charges in much the 
same way that it cuts expenses. In fact, fixed charges are debts, 
and I know of no way in which a debtor can reduce his debts ex- 
cept by consent of his creditors or through insolvency or bankruptcy 
proceedings. The new bankruptcy act and the old process of re- 
ceiverships provide means whereby railroads can reorganize and 
reduce their fixed charges when they are no longer able to pay 
them; but insolvency and inability to pay are essential to any such 
proceedings. 

One stated purpose of the act is ‘“‘to promote financial reorgani- 
zation of the carriers, with due regard for legal rights, so as to re- 
duce fixed charges to the extent required by the public interest and 
improve carrier credit.’’ The provision for accomplishing this pur- 
pose is the only one that is feasible, namely, that the Commission 
shall not approve a loan to a railroad by the Reconstruction Finance 
Corporation, “if it is of the opinion that such carrier is in need of 
financial reorganization in the public interest.’’ This means that the 
government will not keep an insolvent carrier’s head above water 
when that carrier ought to take the opportunity which the bank- 
ruptcy act provides to reorganize and scale down its fixed charges. 
But I have no power to require reductions in fixed charges, and 
could be given no such authority. Reorganizations are within the 
jurisdiction of the Commission under the bankruptcy act and are 
not within the province of the coordinator. 

Nevertheless the railroads are laboring under a very heavy bur- 
den of debt, and that is a fact which must be considered in connec- 
tion with the national railroad policy for the future. It cannot be 
overlooked or minimized. It has a most vital bearing on the question 
of the ability of the railroads to raise the capital funds which they 
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will most certainly need. In short, it is a factor of the greatest con. 
sequence in considering recommendations for further legislation. 


Cut Rail Salaries 


I come now, and finally, so far as this statement is concerned, to 
a matter which concerns you most intimately and which I have felt 
that I ought to take up with you publicly and in the frankest pos. 
sible manner. I refer to the matter of railroad salaries. I realize 
fully that in dollars and cents it is an insignificant item compared 
to the sum total of railroad expenses. Nevertheless it has a psy. 
chological importance which much exceeds its money significance, 
and consideration of it cannot and ought not to be avoided. 

The rairoads have been paying to various chief executives, and 
to some others, salaries which I believe that the people of the coun- 
try quite generally regard as excessive and unjustified. The railroads 
are not alone in this. On the contrary, these salaries reflect a situa- 
tion which has been general in big business, and I can well appre- 
ciate the difficulty which the railroads might experience in holding 
good men, under normal conditions, if they should adopt a standard 
of salaries radically lower than that which prevails elsewhere in the 
business world. I also freely confess that I find great difficuty in 
arriving at any abstract rule for the determination of proper salar- 
ies. In the government service, very low salaries are paid for im- 
portant work, at least compared to those which big business pays, 
but there is a compensation in working directly for the public which 
does not exist to the same extent in serving private interests. How- 
ever, railroad executives do work which is very much affected with 
a public interest. 

My belief is that a danger now exists in the fixing of salaries 
for executives in private business which did not once exist, and 
which grows out of the fact that great corporations with widely- 
held stock are not really controlled by the legal owners of their 
properties, but rather by boards of directors who tend to become 
self-perpetuating and who may have a comparatively small financial 
stake in the industry. It is easy for the directors to drift into the 
conclusion that the executives, fellow-members of these boards, are 
justly entitled to very large compensation for their services. The 
question is not viewed through quite the same glasses as an actual 
owner of the property might use. 

A good executive may be worth hundreds of thousands of dol- 
lars to his railroad, aS compared with a poor executive, but I can- 
not believe that there is such a dearth of good material that it is 
necessary to pay the salaries which have been paid in order to get 
good men. Nor do I know of any reason to believe that the com- 
petency of executives can be safely judged by the salaries which 
they receive. Moreover, a railroad presidency is a job which ought 
to have much attraction quite apart from the money which it pays. 

However, my term of office is short and I am going to take this 
matter up with you solely on the basis of existing conditions. | 
shall not ask you to consider what fair salaries, consistent with 
proper economy, may be in those future days when prosperity is 
restored, but only what they should be now. This country has been 
and still is suffering to a degree that it probably never has suffered 
before. Millions are out of work. Still more millions are living on 
a pittance. Thousands of rairoad employes have no jobs at all, and 
thousands more are working on part time. Thousands of investors 
in railroad securities are receiving no return. I know that salaries 
have been reduced, but I ask you to consider whether they have been 
reduced enough, in view of prevailing conditions, and what I am 
talking about are the salaries at or near the top. 

It will be easy for you to get your backs up on this matter, but 
I ask you not to let that happen. I believe you will understand that 
I am not trying to bully-rag you, nor to appeal to the galleries. Nor 
am I passing out censure for what has been done. The salaries to 
which many executives attained were a symptom of the boom di- 
sease, and not a subject for personal blame. I am putting the ques- 
tion up to you, as I must do in the first instance under the law, be- 
cause I believe very sincerely that there must be an adjustment of 
this matter of salaries before the railroads will stand right with the 
shippers, investors, and labor under the conditions which now exist. 
The executives have much more to gain by such an adjustment than 
they can possibly lose. I greatly hope that you will consider this 
subject in the spirit in which I have attempted to present it to you, 
and that with your help the executives will themselves be able to 
accomplish a reasonable adjustment. 

Having unburdened myself frankly on this troublesome subject, 
I want to end this statement, as I began it, by expressing my hearty 
appreciation of your willingness to serve on these regional coordi- 
nating committees. It is my Gesire to cooperate with you in every 
reasonable way, and to get results, wherever possible, through the 
voluntary action of the railroads. I believe that our relations will be 
pleasant and that you will give me your full cooperation. 


The rail executives declined to make any statement about 
the coordinator’s remarks except to point out that the railroads 
had pledged themselves to cooperate under the provisions of the 
coordinator act. It was stated that their committees had just 
been organized and that they would now begin to consider 
what might be done. No reply to the coordinator’s remarks 
about salaries, it was stated, was made by the executives at 
the meeting. 

Employment Data Ordered 


With a view to carrying out that part of the emergency 
railroad transportation act which contemplates that railroad 
employment shall not go below the level of employment in 
May, Coordinator Eastman, in his general order No. 1, has 
called on the railroads to prepare and send him data enabling 
him to know the state of employment on every railroad and 
the facts about each employe on or before Aug. 15. 

Each railroad is directed to file a list, in duplicate, of all 
employes, the list to be subdivided to accord with pay rolls as 
now made up by each railroad. Each sublist is to indicate the 
following in respect of each employe who actually received pay 
for services rendered in May: Name; reporting division num- 
ber as required by the rules governing the classification of 
employes issued under order of the Commission, dated April 
18, 1921, and the amendatory order dated Oct. 20, 1932; pay 
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roll and distinctive class title according to the rules for re- 
porting information on railroad employes issued by the United 
States Railroad Labor Board, May, 1921; total straight time 
compensation for May; total overtime compensation for May; 
all other compensation for May and the total of all compensa- 
tion for that month, on forms suitable for binding into books, 
each book to be identified and have a detailed index in regard 
to offices, operating divisions or places of employment of those 
whose names are entered on the sublists composing the book. 

The order further requires that for each month, beginning 
with June, each Class I carrier and switching and terminal 
company, subject to the act, shall prepare a statement, accord- 
ing to a form attached, which shall indicate the following in 
respect to the employes of each such carrier: Major occupa- 
tional groups, that is, executives, officials and staff assistants; 
professional, clerical and general; maintenance of way and 
structures; maintenance of equipment and stores; transporta- 
tion (other than train, engine and yard); transportation (yard- 
masters, switch tenders and hostlers); transportation (train 
and engine service); and all employes; according to the rules 
of the Commission; number of employes in each major occu- 
pational groups who received pay in May, 1933 (total number 
to accord with total number of names listed as employed on 
May 1, 1933; number of employes in each major occupational 
group who received pay in the current month; and increase or 
decrease in employment in each major occupational group, 
current month as compared with May, 1933. 

These data are to be furnished under oath by the officer 
in charge of accounts. 


EASTERN CARRIERS MEET 


The Traffic World New York Bureau 


Problems affecting carriers in the eastern section of the 
country were discussed at a lengthy meeting this week between 
the members of the eastern railroad coordinating committee and 
H. J. German, assistant to the federal railroad coordinator, J. R. 
Eastman. A statement issued by M. C. Kennedy, secretary of 
the eastern group, summed up the results of the meeting as 
follows: 


The discussion was general. We held a very pleasant and genia! 
conference with Mr. German about general matters of procedure. Ne 
conclusions were arrived at. Further discussion was had on various 
matters which eventually may be put into the docket. The subject 
of salaries was mentioned and views on the subject were harmonious 
although the matter could be discussed only in a general way at this 
time. This is the first meeting held with Mr. Eastman’s representa- 
tive. We have set no date for any future meeting. 


It is expected that further developments in respect to co- 
ordination in the territory will rest with the general commit- 
tee made up of the vice-presidents of the various roads which 
replaced the committee on waste prevention of the Eastern 
Presidents’ Conference. 


SOUTHWESTERN REPRESENTATION 


The St. Louis Chamber of Commerce has addressed a com- 
munication to Joseph B, Eastman, Federal Co-Ordinator of 
Transportation, declaring that the southwestern railroads are 
not represented fairly in the western regional railroad co-ordi- 
nating committee. Another letter is directed to Harry G. Taylor, 
chairman of the executive committee of the Western Association 
of Railway Executives. 

“However technically correct the selection of the western 
co-ordinating committee at Chicago on June 30 might be,” says 
the memorial to Mr. Taylor, “the result is not a fair deal to the 
real southwestern railroads. 

“The purpose of the law is plainly to spread the committee 
to adequately represent the railroads regionally and not merely 
as a Whole. Its very essence is equitable, representative repre- 
sentation.” 

In the communication to Mr. Eastman the association says: 
“So far as the truly southwestern railroads are concerned, the 
Missouri Pacific, the Missouri-Kansas-Texas, the Frisco, the 
Kansas City Southern, the Cotton Belt, they are without repre- 
sentation on the committee. 

“These roads are as peculiar to the region as any railroad 
in the United States may be said to belong to one given area. 
Their problems of originating tonnage and every factor that 
contributes to their success lies within that region. It takes 
an understanding, particularly southwestern, therefore, to pro- 
mote their success.” 


REDUCTION OF I. C. C. EMPLOYES 
Employment for approximately 150 of the 613 employes of 
the Commission who were recently dismissed has been found 
in other government departments, according to Secretary Mc- 
Ginty. It is expected that employment will be found for a 
number of the remainder. 
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RAILROAD EARNINGS 


The Commission’s statistics on operating revenues and 
operating expenses of Class I railroads for May and the five 
months ended with May, compiled from carrier reports by the 
Bureau of Statistics, follow: 





1933 1932 
Average number of miles operated......... 241,000.20 241,657.53 
Revenues: 
DE. Udecvrhidus te ceS bawees ona wameweian $ 207,489,911 $ 194,189,149 
Passenger *23,911,176 731,329,584 
be a cSt RIG REE aKa S PETES WE aod 7,636,430 8,118,695 
rs cede deka edad eso 8s ewes 5,491,176 5,908,355 
AM Other tFANSPOrtation. ......cccsccsee 6,085,185 6,718,362 
MOOI, 6356/0 0.51065 660.04 :00004 4600 00000: 4,163,711 5,145,506 
eS Ps ins 60 ccs esac desncees 638,147 745,350 
SOU TR ooo onc conc ccesevcesees 159,984 233,285 
Railway operating revenues......... 255,255, 752 251,921,716 
Expenses: 
Maintenance of way and structures... 27,322,616 33,950,751 
Maintenance of equipment............. 46,935,522 52,293,139 
Traffic ccc ccc cc cece recs cececcercseeees 7,086,865 8,476,981 
RS, aces Chass eee Sede eeen on 86,845,661 95,384,914 
Miscellaneous opeartions ............... 1,704,443 2,332,449 
ee rere a ee ee 11,827,034 13,202,464 
Transportation for investment—Cr..... 138,105 418,549 
Railway operating expenses........ 181,584,036 205,222,149 
Net revenue from railway operations...... 73,671,716 46,699,567 
a ge ae ee 2,388,349 24,449,831 
Uncollectible railway revenues............. 79,611 91,638 
Railway operating income......... 51,203,756 22,158,098 
Equipment rents—Dr. balance............. 7,487,068 7,565,043 
Joint facility rent—Dr. balance............. 3,023,615 2,927,351 
Net railway operating income...... 40,693,073 11,665,704 
Ratio of expenses to revenues (per cent).. 71.14 81.46 
*Includes $997,165 sleeping and parlor car surcharge. 
fIncludes $1,386,377 sleeping and parlor car surcharge. 
FIVE MONTHS 
1933 1932 
Average number of miles operated......... 241,238.77 241,666.35 
Revenues: 
0 Ee Sere ee ere ee eee $ 911,479,309 $1,040,667,285 
PASSENBEL ..... cee erccessscscccvccsees $119,021,936 §168,641,156 
PE Ctibbbctne cheeses +Gweisk tonnes ow ee 37,637,447 41,027,571 
BD, ct cbnddneeneseus sates teeceeenaes 17,900,147 24,808,219 
A GtNSCS PANSPOTOACION.....0...0ccccccevess 27,891,439 34,198,724 
EL = GU a pidawer ed aks tenes ows baa 20,681,887 27,785,150 
a ee 3,220,500 3,895,109 
PO Tes 666 6c ects svessvissnses 906,413 1,197,729 
Railway operating revenues........ 1,136,926,252 1,339,825,485 
Expenses: 
Maintenance of way and structures.... 118,694,199 155,797,901 
Maintenance of equipment.............. 230,630,818 276,191,400 
- | RR eee eer 35,385,751 42,749,567 
Ce ere ee tert 431,028,621 515,305,362 
Miscellaneous operations................ 9,005,638 12,673,350 
SE. “ltcrae a Cad dee bean eed wes es ee 60,044,769 68,554,272 
Transportation for investment—Cr..... 1,168,157 1,682,972 
Railway operating expenses........ 883,621,639 1,069,588,880 
Net revenue from railway operations...... 253,304,613 270,236,605 
SO GE GOIN 65.65 csctccssericcseves 110,541,004 122,220,480 
Uncollectible railway revenues............. 407,240 401,258 
Railway operating income.......... 142,356,369 147,614,917 
Equipment rents—Dr, balance.............. 34,299,980 35,865,245 
Joint facility rent—Dr. balance............. 14,624,742 14,436,498 
Net railway operating income...... 93,431,647 97,313,174 
77.72 79.83 


Ratio of expenses to revenues (per cent)... 


tIncludes $5,908,013 sleeping and parlor car surcharge. 
§Includes $8,410,580 sleeping and parlor car surcharge. 


END OF RAILROAD ADMINISTRATION 


Before the end of the present year the organization of the 
Railroad Administration can be dissolved and, if necessary, 
some other plan adopted for completing the unfinished work of 
liquidation, according to the view expressed by Ogden L. Mills, 
in his capacity as director general of railroads and agent 
of the President, in his annual report for 1932, which has just 
become available. Mr. Mills, formerly Secretary of the Treas- 
ury, also was director general and agent. 

In 1932 the number of employes of the Railroad Adminis- 
tration was reduced from 11 to 9, according to the report. Op- 
erating expenses in the year were $45,696, a decrease of $8,- 
857.85 compared with 1931. As against these expenses the 
cash receipts from suits and claims were $98,799.42, exclusive 
of the amount credited to the director general’s appropriation, 
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and the receipts from interest, dividends, and sale of securities. 
From all sources there was collected in the year $2,110,444.69. 

Eighty-four suits and claims involving $911,691.80 were 
finally disposed of, according to the report, which continued as 
follows: 


Of these, 19 were suits and proceedings against the director gen- 
eral for $642,477.88 disposed of at a cost of $35,406.56 (including court 
costs and attorney’s fees); 65 suits and claims on behalf of the di- 
rector general for $269,213.92, from which there was collected $92,- 
880.98, and 136 judgments involving $62,936.44, having little or no 
value on account of the financial condition of the debtors, resulting 
in the collection of $2,012.95. 

Suits and miscellaneous matters undisposed of.—Ten claims 
against various carriers for overpayment by the director general of 
his proportion of the federal income tax, amount $115,849.38, of which 
$109,237.62 is against railroads controlled by the United States Steel 
Corporation; income-tax refunds in favor of the director general, 
$5,500,000; similar claims against him, $205,377.55, of which $97,708.56 
is claimed by the Pennsylvania Railroad Co., $60,712.02 by the New 
York, Chicago & St. Louis Railway Co., and the balance claimed by 
three railroads controlled by the United States Steel Corporation; 
compensation awards, approximating $18,454.03; 14 suits against di- 
rector general, amount $539,223.11, includes one brought by the 
Schules Pure Grape Juice Co. for $300,000; McGrew Coal Co. $18,730; 
New Jersey Shipbuilding & Dredging Co., $50,822; and Adams & 
Kitchen case, $140,001.25. This latter case is known as the “Chicago 
Livestock case,’”’ in which judgment has been entered for 6 per cent. 
In accordance with instructions from the Attorney General, an ap- 
peal will be perfected to attempt to enforce the 4-per cent provision 
of the economy act of 1932; 46 suits and claims in favor of the di- 
rector general for $403,917.49, includes suit against Edward L. Hern- 
don, receiver of the Eastern Steel Co. $29,529; Sugarland Railway, 
$344,000; Armstrong Co., $8,000; 23 bankruptcy and receivership claims, 
$256,486.97; 249 judgments in favor of the director general, amount 
$151,585.61. 


PRIVATE CAR FACTS DESIRED 


The Commission, by Secretary McGinty, has issued a 
notice to those interested in Ex Parte No. 104, part 5, private 
freight cars, practices affecting operating revenues or ex- 
penses, as to the information to be sought at hearings in that 
proceeding to be begun at Chicago, July 31, by Director Bartel 
of its Bureau of Service. The notice says: 


This notice is intended to inform the respondent carriers, the 
owners, operators and users of private freight cars and all others 
interested of the particular subjects, as nearly as may be, within the 
scope of this part of the general inquiry instituted by order of July 
6, 1931, so that they may arrange in ample time to furnish the de- 
sired information at the assigned hearing. 

This part of the general inquiry, in scope and restriction, is to 
establish facts concerning the following, viz: 

(1) The extent to which the use of private freight cars is due 
to the failure of the respondent carriers to provide an adequate supply 
of cars for the transportation of products offered by shippers, and 
with especial reference to products requiring to be moved in re- 
frigerator cars, tank cars, live stock cars and live poultry cars. 


(2) The use by shippers of private freight cars when an ade- 
quate supply of railroad owned equipment is available. 


(3) The reasonableness of mileage and other payments made by 
railroads to owners or lessees of private cars. 

(4) The practices of carriers in absorbing charges—other than 
mileage charges—paid for the use of private freight cars. 

(5) The extent to which auxiliary services are furnished free of 
cost to shippers making use of private freight cars. 

(6) The extent to which respondent carriers accede to demands 
of shippers for private freight cars of particular ownership. 

(7) The extent to which respondent carriers permit shippers to 
use private refrigerator cars for shipments not requiring the protec- 
tion of this type of equipment. 

(8) The extent to which respondent carriers are transferring 
perishable shipments en route, or acquiescing in such transfer by or 
for account of the shippers, owners or consignees, from refrigerator 
ears of railroad ownership or control to private refrigerator cars. 

(9) And to enable respondent carriers to bring down to date, in 
so far as they may desire, the information furnished by them in 
response to the questionnaire previously served in this proceeding. 

(10) Also as to any other features, practices, conditions, and/or 
matters pertaining to or involved in the use of private freight cars 
upon the lines of respondents. 

First, Unless and until notice is otherwise given, this part of 
the inquiry will be confined to carriers that are designated Class 1 
Railroads by the Commission. Specific notice will be sent to repre- 
sentatives of certain of said railroads whose presence is specially 
desired. 

Second, The principal basis or source from which this inquiry 
will proceed will be the responses made to the Commission’s ques- 
tionnaire of September 1, 1931, and the reports filed by the owners 
and operators of private freight cars in response to the Commission’s 
request of September 1, 1931. 

Third, For the convenience of all concerned it is proposed to deal 
first with the refrigerator cars, second with tank cars, third with 
stock cars, fourth—the private coal and coke cars, and fifth with 
miscellaneous private cars. While it is difficult to fix exact dates 
when the various interests can be heard, it is now anticipated that 
the first week, July 31 to August 5, will be devoted to refrigerator 
ears; August 7 to 10 to tank cars; August 11 and 12 to stock cars; 
August 14 to coal and coke cars; and August 15 to miscellaneous 
private cars 

Fourth, The object of the inquiry being to ascertain the extent 
to which the use of private freight cars is due to the failure of 
respondent carriers to provide an adequate supply of railroad owned 
equipment, the reasonableness of mileage and other payments made 
by railroads to owners or lessors of private cars, the use by ship- 
pers of private freight cars when railroad owned cars are available, 
the practices of carriers in absorbing charges, other than mileage 
charges, paid for the use of private freight cars, the extent to which 
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auxiliary services are furnished free of cost to shippers using private 
freight cars, the extent to which respondent carriers respond to the 
demands of shippers for private freight cars of particular owner. 
ships, and any other features, practices, conditions, and/or matters 
pertaining to or involved in the use of private freight cars upon the 
lines of respondents, it is desired that the respondent carriers ar. 
range to have present witnesses, who from practical experience with 
these subjects are able to make response to questions concerning 
the extent to which the use of private freight cars is due to failure 
of respondent carriers to provide an adequate supply of railroad 
owned equipment, the use by shippers of private freight cars when 
railroad owned cars are Available, the practices of carriers in absorb- 
ing charges, other than mileage charges, paid for the use of private 
freight cars, the extent to which auxiliary services are furnished free 
of cost to shippers using private freight cars, and the extent to which 
respondent carriers respond to the demands of shippers for private 
freight cars of particular ownership; also as to any other features, 
practices, conditions, and/or matters pertaining to or involved in 
the use of private freight cars upon the lines of respondents. 

Where practicable, witnesses may make general response for a 
group of railroads or for all railroads. Owners and operators of pri- 
vate freight cars and shippers making use of private freight cars are 
invited to testify as to any or all of the subjects specifically set 
forth in this notice of information to be sought at hearings, or 
other related subjects which in their opinion bear upon the use of 
private cars and will be informative to the Commission in their con- 
sideration of this part of the general inquiry. 

Fifth, All communications in reference to the part of this inquiry 
designated in the caption relating to information to the presented at 
the hearing or in any other manner, and relating to procedural mat- 
ters should be addressed to W. P. Bartel, Director, Bureau of Sery- 
ice, Interstate Commerce Commission, Washington, D. C. 


VOLUME OF TRAFFIC 


Freight traffic handled by Class I railroads in the first five 
months of 1933 amounted to 100,017,521,000 net ton miles, ac- 
carding to reports received by the Bureau of Railway Economics, 

This was a reduction of 9,270,673,000 net ton miles or 8.5 
per cent under the corresponding period in 1932, and a reduc. 
tion of 46,072,574,000 net ton miles or 31.5 per cent under the 
same period in 1931. 


Railroads in the Eastern district for the five months’ pe. 
riod in 1933 reported a reduction of 9.1 per cent in the volume 
of freight traffic handled compared with the same period in 
1932, while the Southern district reported a reduction of 4.7 
per cent. The Western district reported a reduction of nine 
per cent. 


The volume of freight traffic handled by the Class I rail- 
roads in May amounted to 21,731,663,000 net ton miles, an in- 
crease of 1,859,801,000 net ton miles or 9.4 per cent above the 
same-month in 1932, but 8,283,884,000 net ton miles or 27.6 per 
cent under May, 1931. 


In the Eastern district, the volume of freight traffic han- 
dled in May was an increase of 6.8 per cent compared with 
the same month in 1932, while the Southern district reported an 
increase of 11.5 per cent. The Western district reported an 
increase of 12.3 per cent. 


SHIPPING LABEL INSTRUCTIONS 


Shippers and printers of shipping labels have been asked 
to cooperate with the Railway Express Agency, Inc., in provid- 
ing specific instructions for express agents on labels bearing a 
notation to postmasters. 

“Label manufacturers can do a real service to their cus- 
tomers by suggesting to them that labels printed for use both 
on parcel post and express shipments carry instructions to 
express agents, in addition to the usual instructions to post- 
masters,” says the statement. ‘Most labels so printed carry 
only instructions to postmasters reading, ‘If not delivered, for 
any reason, within ten days, return to sender,’ etc. Express 
agents receiving packages bearing such labels are naturally in 
a quandary as to whether or not to comply with such instruc- 
tions addressed to postmasters. Some shippers insist that such 
instructions be followed by express agents, while others expect 
express agents to igore them. Shippers who desire such in- 
structions followed in all cases should address their instructions 
to postmasters and express agents. Shippers who expect a dif- 
ferent handling for an express shipment, should have special 
instructions to express agents also printed on their labels. In 
this way one label may be used in both services without con- 
fusion.” 


TANK CARS FOR METALLIC SODIUM 


The DuPont Company has placed an order with General 
American Transportation Corporation for six special tank cars 
to carry metallic sodium. It will be the first time this chemical, 
a true metal of wax-like consistency, has been shipped in tank 
cars. The cars will be unusually large, having a capacity of 
11,000 gallons. At present metallic sodium is shipped in 50- 
gallon drums. 

The car tanks will be made of low-carbon steel and mounted 
on extra heavy trucks with passenger car wheels. 
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OCEAN SHIPPING DEVELOPMENTS 


The Tratic World New York Bureau 


UGAR has been the principal factor in the ocean freight mar- 

ket in the last week. High prices apparently have pushed 
grain business from North Atlantic ports out of the picture in 
tavor of the Argentine crop for the time being. The tanker 
business seems to be similarly afflicted by reason of the conflict 
in price policies between the major companies in the domestic 
field. Company fleets are adequate for current business and 
independent owners must be content to wait for betterment. 

A review of the coal trade freight situation shows only 
one fixture for coal from Hampton Roads to South America for 
middle of August loading at 9s 9d. Inquiries are reported for 
tonnage for the Mediterranean, but these have not yet resolved 
themselves into actual business. Owners of available vessels 
are still talking of advanced rates on the dollar basis. 

A review of the world freight markets shows no change 
from the preceding week with the exception of a slight decline 
in coal rates from Wales to Genoa and Rosario and an advance 
of 1s in the India-United Kingdom/Continent trade. A Greek 
steamer was fixed for linseed from River Plate to Montreal at 
20s 3d, which was considered a very good rate. Round trip 
fixtures in the West Indies sugar trade have ranged from 85c 
to $1.15. 

A new passenger and cargo service from Baltimore to 
Puerto Castillo is announced by the United Fruit Company, 
with sailings every Tuesday. The round trip will require about 
twelve and a half days. The vessels used will carry fifteen 
passengers. 

The United States Intercoastal Conference has announced 
an eastbound lumber rate of $11.75 a thousand feet plus 25 cents 
surcharge for September. This is an advance of $1 over the 
August rate and $2.25 over the June rate. Demand for lumber 
space has forced several steamship companies in the trade to 
take additional vessels out of layup. Westbound trade also has 
been stimulated by increased demand for steel on the Pacific 
coast. Movement of general cargo has improved in both direc- 
tions. 


SHIPBUILDING CODE 


The Trafic World Washington Bureau 


That the shipbuilding and ship repairing business would be 
virtually ruined if labor therein were put on a 30-hour week 
without reduction in the buying power of labor was the effect 
of assertions made this week at the hearing by the national 
recovery administration on the proposed code for that industry. 
The code as submitted provides for a uniform 40-hour week 
applicable to all work and minimum wages of 35 cents an hour 
in the south and of 40 cents in the north. A. D. Whiteside, deputy 
administrator, presided. 

H. G. Smith, president of the National Council of American 
Shipbuilders, said the shipbuilders were apprehensive of the 
effect that any increase in the cost of building or repairing mer- 
chant ships might have on the American merchant marine. 

“If, during its operation,” said he, “the national recovery 
act should impose any substantial increase in the cost of con- 
structing merchant ships in domestic shipyards for our foreign 
trade, or substantially increasing the cost of repairing them, it 
might result in a complete suspension of construction of ships 
for this trade and defer the making of necessary major repairs 
to, or the reconditioning of, ships now in service.” 

A 30-hour week without reduction in the buying power of 
the labor involved would require heavy increases in labor costs, 
according to the shipbuilders. 

_ “Under normal conditions,” asserted Lawrence Y. Spear, 
Vice-president of the Electric Boat Co., “the industry can not 
survive and pay proper living wages on a 30-hour week; there- 
fore, if it is put on a 30-hour week during the emergency, when 
the emergency is over there will have to be a radical readjust- 
ment and a great deal of disturbance and unhappiness.” 

A reduction in the present hours to 30 hours a week without 
reduction in buying power of the labor involved would neces- 
Ssitate, according to Mr. Spear, the following increases in hourly 
Wages: Private shipbuilding, 33-1/3 per cent; navy yards, 46-2/3 
per cent, and private repair work, 60 per cent. 

W. H. Gerhauser, president of the Great Lakes Shipbuilding 
& Repair Association, said “the thing we are asking for is the 








B99 See Ger Gor Gor Ger Gor GSor Borer Gor Gor@: 





privilege to work as we have worked, nine hours a day on repair 
work, in order to save the time of the ship in drydock, on ac- 
count of the short season which the owner has to operate his 
vessel.” He said they would have a week of 40 hours but would 
have nine hours in any one day. 

John E. Craig, vice-president of the Clyde-Mallory Lines, 
speaking for the American Steamship Owners’ Association, said 
the association believed that the provision in the code reducing 
the hours of employment in American shipyards to 40 hours a 
week “constitutes as great a reduction from the present basis 
of employment as can wisely be made, and that a reduction to 
less than 40 hours a week would result in decreasing employ- 
ment, rather than increasing it, thus defeating the purpose of 
the national recovery act.” He added that the problem in the 
shipbuilding industry was to increase the number of ships built 
and repaired and that this could not be accomplished unless the 
shipping business itself was in a healthy condition. 

Provision in the code against increase in the plant capacity 
of the industry because of the present capacity being in excess 
of present or any prospective needs was discussed by C. L. 
Bardo, president of the New York Shipbuilding Co., who op- 
posed the use of federal funds for increasing that capacity. He 
said the shipbuilding capacity of the United States in existing 
shipyards was approximately 1,358,000 gross ton ships per 
annum, while in the last ten years even under the stimulation 
of government aid, there was an average annual building of 
commercial ships of 120,000 gross tons, or less than one-eighth 
of the shipbuilding capacity. 

Rear Admiral E, S. Land, chief of the bureau of construc- 
tion and repair of the navy, said it was the conclusion of the 
navy that adoption of the 30-hour week would not be in the 
interest of labor and that practically all skilled artisans avail- 
able in the shipbuilding trades would be able to find employ- 
ment on the 40-hour week basis. The navy also believed, he 
said, that some provision should be included in the code “such 
that it will avoid establishment of new shipbuilding yards, re- 
opening of those long since inoperative, or expansion of small 
yards and repair plants for shipbuilding purposes,” as the 
capacity of the shipbuilding industry was more than ample to 
take care of any existing or prospective programs. 

Joshia T. Newcomb, general counsel, Gulf Industries, Inc., 
opposed inclusion in the code of a provision against increase in 
shipbuilding facilities, contending in effect that modern ship- 
building methods would call for new facilities. 

When Mr. Newcomb made some general remarks about the 
desirability of having an American merchant marine, Deputy 
Whiteside asked him to confine his discussion to “the state- 
ment of fact.” 

Mr. Newcomb said he had “got to build up this picture for 
you or you will not know what you are going to do.” 

“I think it is not going to be built up sentimentally, but on 
the basis of statements which you make which are supported,” 
said the deputy. 

J. A. Franklin, president of the International Boilermakers’ 
and Shipbuilders’ Union, submitted a labor code calling for 
a 30-hour week and a minimum weekly wage of $25. He said 
the 30-hour week was necessary to carry out the mandate of 
Congress on the naval building program and to absorb unem- 
ployment. He said the minimum wage of $25 weekly would 
more than double the basic wage of 35 and 40 cents an hour 
proposed in the employers’ code. He contended that a differ- 
ential between the north and south was not necessary and 
pointed out that the Railroad Administration in the period of 
federal control of railroads had applied the same basic wage 
to workers in all sections of the country. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the 
Shipping Board: 








West Africa to U. S. Paciffic Coast: 2320—American-West African 
Line, Inc., with Shepard Steamship Co.: This agreement covers through 
shipments from West African ports to United States Pacific Coast 
ports, with transhipment at New York. 

Pacific Coast-United States and Canada to Europe—Pooling agree- 
ment: 2380—This agreement provides for pooling of eastbound freight 
earnings of all vessels owned by or operated for account of the three 
signatories in the trade from Pacific Coast ports of the United States 
and Canada to Europe, earnings on cargo to intermediate ports en 
route to be included. Carriers are to be permitted to deduct from 
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earnings before pooling a carrying charge on all cargo, as well as 
port charges, Panama Canal dues and certain other specified costs. 
Pool earnings are to be distributed each twelve months in proportion 
to the deadweight tonnage employed in the trade by each of the 
parties. The expense of maintaining joint offices of the lines at 
Vancouver, San Francisco and Los Angeles and Protection and In- 
demnity Club insurance premiums are to be borne jointly by the car- 
riers in the same ratio as pool earnings are distributed. Disputes 
under the agreement are to be decided by an arbitrator to be ap- 
pointed by the chairman of the Baltic Mercantile and Shipping Ex- 
change of London. Earnings and deductions for the first yearly pool 
period are to be calculated beginning May 1, 1933. The agreement 
is to continue in effect through April 30, 1938, and indefinitely there- 
after subject to six months’ notice of termination by any line. The 
participating carriers are N. V. Nederlandsch-Amerikaansche Stoom- 
vaart Maatschappij, Furness, Withy & Co., Ltd., and Royal Mail 
Lines, Ltd. 

Scandinavian and Baltic ports to Virgin Islands: 2396—American 
Scantic Line, Inc., with Ocean Dominion Steamship Corp.: This agree- 
ment provides for through billing arrangement covering shipments 
from Scandinavian and Baltic ports served by American Scantic Line, 
Inc., to ports of St. Thomas and St. Croix, Virgin Islands, served 
yu — Dominion Steamship Corp., with transhipment at New 

ork. 

Atlantic Coast to Australia and New Zealand: 2400—American 
Line Steamship Corp. with The Oceanic Steamship Co. and Oceanic 
& Oriental Navigation Co.: This agreement covers through shipments 
from United States Atlantic Coast ports to Australia and New Zea- 
land, with transhipment at San Francisco or Los Angeles Harbor. 

Gulf to United Kingdom pooling arrangement: 2401—Frederick 
Leyland & Co., Ltd. (Leyland Line), Harrison Line, and Lykes Bros.- 
Ripley Steamship Co., Inc. (Dixie U. K. Line): The purpose of this 
agreement is to apportion sailings and pool the earnings on traffic 
from designated Gulf ports of the United States to designated United 
Kingdom ports. The agreement covers all eastbound freight traffic 
except grain, soya beans, bulk sulphur, mails, and passenger revenue. 
Full cargoes of grain, soya beans, coal, coke, phosphate, and sulphur 
are also excepted. Gross earnings in excess of agreed carrying 
charges on coal, coke, phosphate, lead, spelter copper, and other 
ores, and on all other commodities are to be pooled and apportioned 
between the carriers. Regulation of traffic matters and the adoption 
of proper policies are to be handled by a committee composed of a 
representative of each party, all action to be by unanimous vote. 
Concessions to consignees or shippers in respect to charges in con- 
nection with loading and unloading cargo are prohibited, and spe- 
cial concessions or preferences to shippers or consignees are not to 
be permitted except as unanimously agreed upon by the committee, 
action violative of the regulatory provisions of the shipping act be- 
ing specifically prohibited. Provision is made for the appointment 
of a committee composed of representatives of the parties in Liver- 
pool for handling matters developing in the United Kingdom in con- 
nection with the traffic covered by the agreement. Parties agree 
not to become interested, directly or indirectly, in any competition 
between the ports covered by thé agreement. Disputes arising under 
the agreement are to be settled by arbitration, and any change of 
ownership of any of the lines during the life of this agreement is 
not to be effected without the agreement being binding on the new 
owners. The agreement was designed to become effective May 25, 
1933, or as soon thereafter as approved by the board, and is to con- 
tinue in effect through June 30, 1934. If notice of withdrawal has not 
been given on the first of January, 1934, the agreement is to con- 
tinue automatically from year to year, subject to six months’ notice 
of withdrawal. 

U. S. Pacific Coast to East Coast of Mexico: 2420—Shepard Steam - 
ship Co. with N. Y. and Cuba Mail Steamship Co. (Ward Line): This 
agreement provides for through billing arrangement covering ship- 
ments from Pacific Coast ports of call of Shepard Steamship Co. 
to laa of call of Ward Line in Mexico, with transhipment at New 
York. 

U. S. Pacific Coast to South and East Africa: 2425—American 
Line Steamship Corp. (Panama Pacific Line) with Prince Line, Ltd., 
Deutsche Dampfschiffahrtsgesellschaft ‘‘Hansa,’’ Union Castle Mail 
Steamship Co., Ltd., The Clan Line Steamers, Ltd. (Union Clan 
Line), Ellerman & Bucknall Steamship Co., Ltd., American-South 
African Line, Inc., and Houston Line (London), Ltd.: This arrange- 
ment.covers through shipments of canned goods and dried fruit from 
U. S. Pacific Coast ports to specified South and East African ports, 
with transhipment at New York. Through rates are based on the 
through rates named for transhipment via United Kingdom, Con- 
tinental European, and Mediterranean ports by direct lines from 
Pacific Coast ports to latter named ranges. This agreement is to 
supersede agreement No. 1906. 

Sabine District Ports to Galveston and Houston: 2427—Lykes 
Bros.-Ripley Steamship Co., Inc., with Tampa Interocean Steamship 
Co.: This agreement covers the shipment of cotton from Corpus 
Christi and ports in the Sabine District to Galveston and/or Hous- 
ton for transhipment to various foreign destinations when no regular 
sailing by the on-carrying line is available from the port at which 
the shipments originate. The arrangement is to continue in effect 
until cancelled by the parties. 

West Africa to Pacific Coast: 2484—American-West African Line, 
Ine., with Panama Mail Steamship Co.: This agreement covers through 
billing arrangement covering shipments from West African ports of 
eall of American-West African Line, Inc., to United States Pacific 
Coast ports of call of Panama Mail Steamship Company, with trans- 
shipment at New York. 

Mexico to Puerto Rico: 2437—Panama Mail Steamship Company 
with McCormick Steamship Co.: This agreement covers through ship- 
ments of Mexican peas from ports of call of Panama Mail Steamship 
Co. on the West Coast of Mexico to San Juan, Ponce, and Mayaguez, 
Puerto Rico, with transhipment at Los Angeles Harbor or San Fran- 
cisco. 

Between California ports and Port Townsend:  2286—American- 
Hawaiian Steamship Company with Puget Sound Navigation Com- 
pany: This arrangement provides for through shipments between 
California ports of call of American-Hawaiian Steamship Company and 
Port Townsend, Washington, with transshipment at Seattle. 

Atlantic Coast to New Zealand and Australia: 2342—Argonaut 
Steamship Line, Inc., with the Oceanic Steamship Company and 
Oceanic and Oriental Navigation Company: This agreement covers 
through shipments from United States Atlantic Coast ports to New 
Zealand and Australia, with transshipment at San Francisco or Los 
Angeles Harbor. 

U. S. Atlantic Coast to Suva, Fiji Islands: 2371—American 
Hawaiian Steamship Company with the Oceanic Steamship Company: 
Covers through billing arrangement providing for shipments from 
United States Atlantic ports of call of American-Hawaiian Steamship 
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Company to Suva, Fiji Islands, port of call of the Oceanic Steamship 
Company, with transshipment at San Francisco, California. 

Interchange of Passenger Tickets: 2386—States Steamship Com- 
pany with Canadian Pacific Steamships, Ltd.: This agreement pro- 
vides for interchange of passenger tickets reading between any two 
ports served in common by the above named carriers, The inter- 
change of tickets on an equal basis is restricted to tickets calling 
for minimum accommodations on vessels of States Steamship Com- 
pany and to tourist third-class accommodations on vessels of Ca- 
nadian Pacific Steamships Ltd. When higher priced accommodations 
than called for by the original ticket are to be used subsequent to 
the interchange, the passenger will be required to pay the additiona] 
expense and vice versa, a refund will be made to the passenger if 
the interchange requires the use of lower priced accommodations 
than called for in the original ticket. Proportional fares accruing to 
the on-carrying line will be computed on a mileage percentage basis, 

U. S. Pacific Coast to England and South and East Africa: 2411~ 
Nelson Steamship Company with United States Navigation Company, 
Inc.: This agreement provides for through shipments from United 
States Pacific Coast ports of call of Nelson Steamship Company to 
London, England, Cape Town, Algoa Bay, East London, Port Natal, 
and Lourenco Marques, Africa. 

Puerto Rico to U. S. Pacific Coast: 2414—The New York and 
Porto Rico Steamship Company with Luckenbach Steamship Com- 
pany, Inc.: This agreement provides for shipments of cocoanuts on 
through bills of lading from Puerto Rico to New York via vessels 
of the New York and Porto Rico Steamship Company, thence to 
United States Pacific Coast ports via vessels of Luckenbach Steam- 
ship Company, Inc. 

Scandinavian and Baltic Ports to Puerto Rico: 2439—American 
Scantic Line, Inc., with Bull Insular Line, Inec.: This agreement cov- 
ers through shipments from Scandinavian and Baltic ports served by 
American Scantic Line to Puerto Rican ports served by Bull Insular 
Line, with transshipment at New York. 

China and Japan to Atlantic Coast: 2448—American Mail Line, 
Ltd., Pacific Steamship Lines, Ltd., and Luckenbach Steamship Com- 
pany, Inec.: This agreement covers through shipments of silk from 
Chinese and Japanese loading ports of American Mail Line to United 
States Atlantic Coast ports, with transshipment at Victoria and San 
Francisco. 

Scandinavian and Baltic Ports to Pacific Coast: 2449—American 
Seantic Line, Inc., with Dollar Steamship Lines, Inc., Ltd.; 2450— 
American Scantic Line, Inc., with American Line Steamship Corpora- 
tion: Each of these agreements provides for through shipments from 
Scandinavian and Baltic ports served by American Scantic Line to 
United States Pacific Coast ports, with transshipment at New York. 


Agreements Modified 


Havana Steamship Conference Agreement (94-1-A and 94-1-B): 
Under the terms of the addendum to the Havana Steamship Con- 
ference Agreement approved by the board November 10, 1932 (Con- 
ference Agreement No, 94-1), the four member lines agree to pool and 
apportion earnings on flour shipments from United States ports to 
Havana, poo! distribution being made quarterly on the first of Sep- 
tember, December, March and June of each year, and member lines 
are required to give three months’ written notice of their intention 
to withdraw. Because of discontinuance of service by the American 
& Cuban Steamship Line, Inc., the member lines requested board 
approval of their agreement (Conference Agreement No, 94-1-A) to 
permit that carrier to withdraw from the pool upon less than the 
required three months’ notice and to liquidate pool earnings for a 
one-month period (June 1 to 30, inclusive). 

Due to the withdrawal of the American & Cuban Steamhsip Line, 
Ine., further modification of the pool agreement is necessary in re- 
spect to the apportionment of the traffic carried thereunder. This 
change is proposed to be effected (Conference Agreement No. 94-1-B). 
by distributing the percentage allotted under the existing agreement 
to the American & Cuban Steamship Line, Inc., equally to each of 
the remaining three lines thereby increasing each of their percent- 
ages. It is also proposed to liquidate the pool earnings for the first 
period under the revised agreement for the period from July 1 to 
August 31 and then to continue subsequent apportionment of pool 
earnings on the same quarterly period basis as under, the present 
agreement. 

Havana Steamship Conference 94-2: The agreement which is 
modified is that of the Havana Steamship Conference (Conference 
Agreement No. 94), approved by the board February 8, 1927. Un- 
der that agreement all conference action, except modification of the 
agreement itself, was by three-fourths vote of the member lines and 
three-fourths of the members constitute a quorum for the transac- 
tion of conference business. Because of reduction of conference 
membership to three lines as a result of withdrawal of the American 
& Cuban Steamship Line, Inc., the remaining carriers now propose 
to require unanimous vote of members present at meetings on all 
matters within the scope of the agreement, except certain desig- 
nated matters involving action in respect to breach of the agreement 
by a member line, in’ respect to which action is to be by two-thirds 
vote of the member lines. Under the modification two-thirds of the 
member lines are to constitute a quorum for the transaction of 
conference business. 
~ 2371-1—Wilhelm Wilhelmsen with the New York and Porto Rico 
Steamship Company: Modifies Agreement No. 2327, approved by the 
board June 20, 1933, covering shipments of porcelainware, crockery, 
and earthenware on through bills of lading from Japan to Puerto 
Rico, with transshipment at New York. This modification is for the 
purpose of including toys as an additional commodity to move under 
the provisions of Agreement No. 2327. 

155-1 Pacific Coast South Sea Island Conference: The agreement 
which is modified is that of the Pacific Coast South Sea Island Con- 
ference, approved by the board June 24, 1931. By the modification 
the name of The Oceanic Steamship Co. is substituted for that of 
Matson Navigation Co. as a participating carrier in that agreement. 


The Shipping Board directed an investigation to determine 
the lawfulness of the present practice of the French Line and 
the Red Star Line in granting 30 per cent reductions from 
tariff fares to members of religious orders holding French and 
Belgian passports. The board also held in abeyance approval 
of an agreement filed by all the conference carriers providing 
that all member lines may grant the reduction to the same 
class of persons. The investigation is to determine whether 
such practice by the French Line and Red Star Line is dis- 
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criminatory against any similar class of travelers of any other 
nationality and violative of section 16 of the shipping act. 


WAREHOUSING AT NEW YORK 


Arguments were not made on July 14 at Washington in Ex 
Parte 104, part 6, practices of carriers affecting operating rev- 
enues or expenses—warehousing or storage of property by car- 
riers at the port of New York, N. Y., as scheduled by the Com- 
mission. The assignment for arguments was canceled a few 
hours before they were to have been started because none of 
the parties who had participated in the investigation desired to 
discuss the proposed report in which the practices of the car- 
riers at New York were sharply criticized. 


NEW YORK HARBOR PATROL 


An allocation of $175,000 of river and harbor funds for 
supervision of New York Harbor and adjacent waters has been 
approved by Secretary of War Dern. Patrol of the waters is 
maintained night and day to prevent obstruction of navigation 
and injurious deposits by dumping or otherwise. 


LAID UP SHIP TONNAGE IN JAPAN CUT 


Idle shipping tonnage in Japan was reduced by more than 
half from January 1, 1932, to May 15, 1933, when 181,592 gross 
tons were reported laid up, according to a report to the trans- 
portation division of the Commerce Department from Assistant 
Trade Commissioner Howard B. Titus, Tokyo. Laid up tonnage 
totaled 372,390 gross tons at the first of 1932. 

Reports in Japanese shipping circles indicate that the de- 
crease in laid up tonnage is a result of the gradual improvement 
in Japan’s trade with foreign countries and the scraping subsidy. 


IDLE TONNAGE IN DANISH MARINE DECREASES 


Laid-up tonnage in the Danish merchant marine decreased 
sharply in the year ended June 27, 1933, according to a report 
from Vice-Consul E. Gjessing, Copenhagen, made public by the 
Commerce Department. 

There were 42 Danish merchant vessels of 125,205 gross tons 
reported laid up on June 27 compared with 82 vessels of 203,218 
gross tons on the corresponding date of 1932. 

The report stated that one of the reasons for the improve- 
ment in the shipping situation was the Russian boycott of British 
ships which has been effective for the past few months. The 
boycott has now been lifted and it is believed in Danish trade 
circles that British ships again will be patronized. 


ASSEMBLING CHARGE HEARING 


The Bureau of Regulation and Traffic of the Shipping Board 
will hold a hearing in Dockets Nos. 96 and 98, in re assembling 
and distributing charge, July 31, in Room 306, post office build- 
ing, Los Angeles, Calif. 


RAILROADS AND WATERWAYS 


For every ton of freight carried by the Inland Waterways 
Corporation since its organization in 1924, the taxpayers of the 
United States have contributed $2.10 as a subsidy to the cor- 
poration, according to a statement presented by the Associa- 
tion of Railway Executives to John Dickinson, Assistant Secre- 
tary of Commerce. 

The Inland Waterways Corporation—also known as the 
Federal Barge Line—operates principally on the Mississippi 
River from Minneapolis to New Orleans, and on the Warrior 
River from New Orleans to Birmingport, Ala. These rivers 
represent its right-of-way. The federal government has made 
these waterway stretches navigable through the expenditure of 
$178,826,032 on improvements plus $83,643,499 for maintenance 
up to June 30, 1931, a total expenditure of $262,469,531. Since 
July 1, 1924, when Federal Barge Line operations began, the 
capital expenditures have amounted to $54,644,379 and mainte- 
nhancce expenditures have been $27,101,205, a total of $81,745,584 
In seven years. The Federal Barge Line handles 48.2 per cent 
of the freight traffic on the Mississippi and Warrior Rivers. 

On the basis of these figures, the railways’ statement to 
Mr. Dickinson reads: 


The minimum annual costs chargeable to the Federal Barge Line 
are as follows: 

Carrying charge on rigth-of-way (4% on 48.2% of cost since July 
1, 1924), $491,633; maintenance of right-of-way (48.2% of average an- 
nual maintenance charge for 7 years), $1,866,112; carrying charge on 
direct investment in barge line (4% on average investment), $749,037. 

hese three items produce annual maintenance and interest costs 
against the Federal Barge Line amounting to $3,106,782. 

The average annual net operating income earned by the Federal 
Barge Line has amounted to only $19,795, leaving an average annual 
total of $3,086,987 to be borne by the taxpayers. As the traffic 
handled by the Federal Barge Line has averaged 1,469,668 tons per 
year, this payment of more than three million dollars a year by the 
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taxpayers means a public subsidy to the Barge Line of $2.10 for 
every ton of freight it handles. 

The railroads assert in their statement that: 

“When all costs are considered, rail transportation is actually 
egg than by inland waterway, with admittedly superior service 
y rail; 

“There are no ‘public savings’ at all on inland waterway trans- 
portation, in the sense that all the people benefit; 

“Water freight rates, at least as measured by the available gov- 
ernment barge line rates, are lower than by rail, with a consequent 
saving in direct charge to the immediate shipper on the river bank, 
but the general public makes up the difference by paying the hidden 
cost through taxation; 

“The so-called ‘public savings,’ therefore, disappear and their 
place is taken by a gratuity to the favored shipper who makes use 
of the subsidized water line.’’ 

The railroads also quote in their statement a recent finding of 
the Brookings Institution: ‘‘Taxpayers can be saved one hundred 
million dollars annually by abandoning uneconomic waterway enter- 
prises,’”’ and also the conclusion of the National Transportation (Cool- 
idge) Committee: ‘‘We think that actual government operation of 
the facilities of transportation, wholly or partly at public expense, is 
unjust-to the vast majority of people, and unwarranted by any ar- 
gument that has come to our attention” and ‘‘we think the test of 
self-support should be applied to every existing or proposed inland 
waterway.” 

The rail carriers are not opposed to competitive water transpor- 
tation under any and all circumstances. If the proposed waterways 
are a necessary, a reasonable and an economic development and 
the operations thereon are appropriately regulated and self-support- 
ing, the rail carriers have no right to complain even though their 
interests are adversely affected. However, the government certainly 
should not continue improvements on inland waterways or the ex- 
tension of operations thereon, except where the expenditures are jus- 
tified after full allowance is made for all costs involved, including the 
cost to the taxpayers who furnish the money for improvement and 
maintenance of these projects. 





UPPER MISSISSIPPI] PROJECT 


Approval by President Roosevelt of an allotment from the 
fund of $3,300,000,000 for increasing employment for the 9-foot 
channel project on the upper Mississippi River is expected to 
be made. It is known the President looks with favor on this 
project. The total estimated cost of the project is around 
$124,000,000. It calls for a 9-foot channel from the Twin Cities 
to St. Louis. 


IMPROVEMENT OF WATERWAYS 


Allotments of $14,000 for the inland waterway, Norfolk to 
Beaufort Inlet, and of $2,300 for the Cape Fear River, N. C., 
above Wilmington, N. C., for operating and care, have been 
approved by the Secretary of War. 

Allotment of river and harbor funds of $2,679,800 for mainte- 
nance work in the North Atlantic division has been made by 
Secretary of War Dern. Included in that sum are the following: 
$1,154,300 for the Delaware River, Philadelphia to the sea; 
Schuylkill River, Pa., $340,000; inland waterway, Delaware River 
to Chesapeake Bay, $250,000, and $125,000 for Wilmington Har- 
bor, Del. 


MID-WEST SHIPPERS’ BOARD 


The rapidity with which the wheels of industry are being 
set in motion was strikingly attested at the thirtieth regular 
meeting of the Mid-West Shippers’ Advisory Board, in Chicago, 
July 14, by reports of the commodity committee chairman as to 
estimated carloadings in the territory for the third quarter of 
the year. While the composite estimate for the board, pre- 
pared for the national forecast issued by the car service divi- 
sion of the American Railway Association, showed an antici- 
pated increase of 7.2 per cent in the loadings in the third quar- 
ter of this year, as compared with actual loadings in the same 
period of 1932, developments since those reports were compiled 
and information presented at the meeting indicated that the 
increase would be greater, according to a statement by R. D. 
Waller, general secretary o fthe board, in connection with a 
summary he made of the reports. 

Representatives of industry after industry said that figures 
compiled for the printed statement a month earlier were not 
sufficiently optimistic; that conditions since then had improved 
so rapidly that anticipated increases should be revised. Illus- 
trative of that, a representative of the cement industry said that, 
though the written report of the cement committee indicated a 
decrease in shipments in the coming quarter of 30.9 per cent, 
he believed shipments would equal or exceed shipments the 
third quarter of last year. That opinion had been formed only in 
the preceding two or three days, he said. 

A total of thirty-seven commodity committees reporting, 
twenty-two estimated that business the third quarter of this 
year would be greater than in the same period last year, and 
four anticipated decreases. The rest expected a volume of busi- 
ness about equal to that of last year. 

Qualifying the general optimism expressed by the industry 
reports, there was a not infrequent note of uncertainty as to 
future developments, particularly as to the nature and direction 
of the program of the Roosevelt administration and its reaction 
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on business. For the most part, such expressions of uncertainty 
were couched in hopeful terms, however. 

That rapid expansion of business activity might bring a 
return of “those good old days” when car shortages were not 
unknown and the advisory boards might find themselves with 
more work to perform than has been the case in recent years, 
was expressed by a number of the speakers. In his opening 
remarks, Lawrence Farlow, general chairman of the board, ex- 
pressed the hope that increased activity on the part of the 
boards that might become necessary, due to a growing demand 
for cars, would not be in the nature of efforts to eliminate such 
evils as were to be dealt with at the time the boards were or- 
ganized, “but in maintaining the high standards of service to 
which we have become accustomed.” Representatives of the 
railroads assured the shippers that there was no threat of a 
car shortage and that adequate facilities would be supplied for 
all business offered. 

In a general summary of transportation conditions, L. M. 
Betts, manager of the car service division, American Railway 
Association, Washington, D. C., pointed out that there were still 
something like 500,000 idle freight cars on sidings. However, 
he said, if business continued to improve as it had in recent 
weeks, there might be a “tight” situation not far off, though he 
was entirely confident the railroads would meet it satisfactorily. 
One of the major problems of railroad operating men at pres- 
ent, as indicated by his remarks and those of other railroad 
representatives, was that of seeing that cars brought back into 
service, after long storage, were in proper condition to serve 
their purpose. 

Whatever uncertainties the future may hold, as expressed 
by the speakers, lamentations and tearful utterances had no 
part in the proceedings. 

Action was taken on two subjects. On recommendation of 
the executive committee, the question of a dunnage allowance 
in box cars was referred to the contact committee, with the 
understanding that, if the committee approved the allowance, it 
would be docketed with the Consolidated Classification Com- 
mittee as a proposal of the board. It was explained by C. T. 
Bradford, manager of the traffic department of the International 
Harvester Company, that the proposal was for a change in rule 
30 of the Consolidated Freight Classification. He pointed out 
that a proposal to give a dunnage allowance in box cars, simi- 
lar to that allowed in connection with flat cars or open top 
equipment, had been before the classification committee about 
five years ago and had been turned down. Conditions had 
changed materially, he said. Truck competition and the use 
of various types of containers were specifically referred to. 

On motion by Frank Guy, general traffic manager, Univer- 
sal Atlas Cement Company, it was decided to refer the desir- 
ability of development of roofed hopper cars by the railroads to 
the proper committee of the board, and that that committee 
get the views of interested shippers so that the railroads might 
be informed. The motion was made following considerable dis- 
cussion by representatives of the cement industry of experience 
with the covered hopper car, indicating that such equipment 
was a shipper convenience and would, if widely adopted, pro- 
vide substantial rail operating economies. The point was made 
that roofed hopper cars could be used by many industries, and 
that they would be in the nature of general utility cars. 

In his talk, Mr. Betts sounded a warning to shippers that 
they should keep informed as to activities of the rail coordi- 
nator and be prepared to express themselves, if action was con- 
templated inimicable to shipper interests. He said that it was 
his view that the shipper advisory boards might well be on their 
guard in that connection. 

I recommend to shippers the fact that we are in a period 
of change, uncertainty, and new developments, and that you 
might want to be in a position to make yourselves heard,” he 
said. A number of the advisory boards had appointed commit- 
tees to contact the coordinator and his staff, with the object 
of keeping informed of developments and taking such steps as 
might be indicated, if changes in service were ordered that 
they believed to be undesirable, he reported. Despite some dis- 
cussion of the desirability of the appointment of such a com- 
mittee by the Mid-West board, no action was taken. 

In commenting on the business trend and the situation of 
the railroads in that connection, Mr. Betts said there had been 
a marked increase in car loadings for the last seven or eight 
weeks. The trend had been continuously downward since 1929 
every week until then, he pointed out. In the last week, he 
said, loadings were 30 per cent over the corresponding week 
of 1932, the largest increase ever recorded since the division 
began keeping records in 1918. 

W. D. Beck, district manager in Chicago for the car service 
division, reporting for all railroads, said he could say, “with 
full confidence,” that there would be no car shortage. 

At a luncheon following the meeting, Paul Douglas, profes- 
sor of economics at the University of Chicago, discussed the 
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industrial recovery act, administered by General Hugh S. John. 
son, and the ends sought through establishment of industria] 
codes. Professor Douglas has been authorized by the adminis. 
tration to explain the act and the purposes behind it to various 
business groups. 

In leading up to his discussion of the act, itself, he gave, 
as among the fundamentals responsible for the business depres. 
sion which began in 1929, a failure adequately to distribute pur. 
chasing power. Between 1922 and 1929, he said, there had been 
a 38 per cent increase in the production of physical goods; be. 
tween a 14 and 20 per cent increase in average wages of city 
workers; farm income had increased scarcely at all; business 
profits increased about 84 per cent, and financial profits 106 
per cent. As he presented it, revival of business was possible 
only by a new distribution of purchasing power, and to bring 
that about concerted action in the employment off men and 
raising of wages was necessary. Such mass action could not 
possibly be achieved except through the intervention of gov. 
ernment, as he pictured it. Under the system that had been 
in effect, he asserted, the predatory employer set the pace by 
undercutting the decent employer in competing for an already 
inadequate market. 

“The old order has hopelessly broken down,” he declared, 
“but American business has one more chance to justify itself.” 

Anticipated increases and decreases in the various lines 
comparing the third quarter of this year with the same period 
last year, were presented by representatives of the commodity 
committees as follows: 


Acids and chemicals, 


15 per cent increase; agricultural imple- 
ments, 


15 per cent increase; automobiles and trucks, a _ gratifying 
increase (about 8 per cent); brick and clay products, 10 per cent 
increase, the maximum that can be expected; canned goods, gro- 
ceries and food products, 10 per cent increase, a conservative esti- 
mate; cement, 30.9 per cent decrease (declared to be too pessimistic); 
coal and coke, difficult to estimate, but an increase of about 15 per 
cent expected; dairy products, equal to last year; fertilizer and ma- 
terials, 1 per cent increase (expect experience to be better than the 
prediction); fresh fruits and vegetables, 10 per cent decrease; fur- 
niture, 28 per cent increase; glass containers, 15 per cent increase; 
grain and hay, 10 per cent decrease; iron and steel, 102 per cent 
increase; plaster, equal to last year; live stock, 8 per cent increase; 
packing house products, no prediction possible; machinery and ma- 
chines, 20 per cent increase; paper and pulp, 20 per cent increase; 
paper distributors and publishers, no estimate; lumber, 19 per cent 
increase; products manufactured from lumber, 19 per cent increase; 
salt, about the same as last year; sand, gravel, and crushed stone, 
25 per cent decrease; shells, 15 per cent increase; starch, corn oil, 
and corn sugar, 7 per cent increase; waste materials, 25 per cent 
increase 


NORTHWEST ADVISORY BOARD 


The Northwest Shippers’ Advisory Board will hold its for- 
ty-second regular meeting in the Alonzo Ward Hotel, Aberdeen, 
Ss. D., July 25. Commodity committee chairman will present 
estimates of anticipated car loadings for the third quarter of the 
year and representatives of the railroads will report on con- 
dition of equipment and similar matters. L. M. Betts, chairman 
of the car service division, American Railway Association, will 
review the general transportation situation. 

“The New Deal and Farm Relief” will be the subject of 
an address at luncheon by Ray B. Bowden. 


PIPE LINE STATISTICS 


A compilation of selected financial and operating data from 
the annual reports of forty-nine pipe line compafiles, covering 
the year ended Dec. 31, 1932, made by the Commission’s Bureau 
of statistics, shows: 

Miles of trunk lines operated, 51,404.47, and gathering lines, 
41,378.10; investment in pipe lines, $763,941,669; other invest- 
ments, $41,753,930; total current assets, $76,930,477; capital 
stock, $315,866,609; unmatured funded debt, $52,593,779; total 
current liabilities, $21,412,129; accrued depreciation, $335,867,213, 
and total corporate surplus, $88,860,550. 

Operating data were: Pipe line operating revenues, $211,- 
788,647; pipe line operating expenses, $86,003,032; tax accruals, 
$15,766,556; pipe line operating income, $110,019,059; net income, 
$112,362,172; dividends from current income, $41,039,478, and 
from surplus, $122,750,509; oil originated on line, 508,087,978 
barrels of crude and 24,907,805 barrels of refined oils; total 
transported, including duplications, 1,120,848,200 barrels; general 
officers and general office employes, 1,725, and their compensa- 
tion, $4,259,408; all other employes, 14,566, and their compel- 
sation, $23,924,857. 


CHANGES IN DOCKET 
Hearing in |. & S. 3872, Phosphate Rock to East Tampa, Fla., 


assigned for July 19, at New York, N. Y., before Examiner McGrath, 
was canceled. 

Hearing in No. 25985, Surcharges on intrastate traffic within state 
of N. D., assigned for July 22, at Bismarck, N. D., before Examiner 


Smith was canceled. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Fourth Section—Minimum Weights 
Texas.—Question: Will you kindly give your views on the 
following: 


Shipment was made of two carloads of beans, each weigh- 
ing 20,832 pounds, originating at Pueblo, Colo., one destined to 
Fort Worth, Texas, and the other to Houston, Texas. Both 
cars were routed C. & S.; Fort Worth & Denver City, the 
Houston car moving beyond Fort Worth via the Southern Pacific. 
The Houston car was delivered on the basis of 20,832 pounds 
at 88c, making a freight charge of $188.32. The authority for 
this rate is Item 2468, of S. W. L. Tariff 14. The Fort Worth 
shipment was delivered at the minimum weight of 24,000 pounds 
at 82c per hundred, freight $196.80. The authority for this rate 
being Item 3074, of S. W. L. Tariff 14. You will note the Fort 
Worth shipment moved over the same route and a much shorter 
distance than the Houston shipment, and yet the freight col- 
lected was $13.48 more than on the Houston shipment. 

I have taken the matter up with the Fort Worth & Denver 
City Ry. Co.- and they advise that while they collected the 
higher amount for a shorter distance, in this case it is not a 
violation of Section 4 of the Interstate Commerce Act. They 
state this is in connection with the rate reference to Note 3 
of Item 2468, which states that this item will not apply where 
rates are provided in Item 3074. If this does not violate Sec- 
tion 4, would like to know why. 

Answer: The decision of the Commission in Hauber Coop- 
erage Co. vs. A. T. & S. F. Ry. Co., 115 I. C. C. 533, is applicable 
to the instant case if, as we understand to be the case, there 
is a difference in the minimum weights governing the rates to 
Ft. Worth and Houston, the minimum weight in connected with 
the lower rate to Ft. Worth being higher than that in con- 
nection with the higher rate to Houston. 

In the above referred to case, the Commission held that 
such a statement of facts results in a violation of the aggregate- 
of-intermediate-rates provisions of section four of the act, un- 
less protected by an application for relief therefrom. See, also, 
to the same effect, Karchmer Iron & Metal Co. vs. Director- 
General, 55 I. C. C. 730. 


Tariff Interpretation—Application of Rule 10 of Classification to 
Shipments Stopped in Transit for Partial Unloading 


California.—Question: Please refer to question from Okla- 
homa on page 1269 of your June 24th issue and your reply 
thereto in which you express the opinion that Rule 10 cars are 
not entitled to the benefit of stopping-in-transit privileges. 

We wish to advise that it has been the practice for years 
for the Eastern Lines to permit the application of their stop- 
off tariffs for either loading or unloading of commodities moving 
under the mixture Rule 10 in Consolidated Freight Classifica- 
tion No. 7. 

Furthermore, we might point out that on cars given the 
benefit of the privilege of stopping-in-transit, bills of lading 
contain reference to only one shipper, one consignee, one point 
of origin and one destination, the stop-off point not being con- 
sidered as either a point of origin or destination nor is the stop- 
off party considered as either a shipper or a consignee. 

You will note Pennsylvania Railroad Stop-off Tariff 225-K, 
I. C. C. 522, Section 7, Item 1250, Rule 5, reads: “The rate to 
apply shall be the applicable carload rate in effect from point 
of origin to destination via stop-off point .” From the 
wording of this Rule you will note that a clear distinction is 
made between point of origin and destination and stop-off point. 

Your further comment on this problem will be greatly ap- 
preciated. 

_ Answer: The interpretation which you state the Eastern 
Lines have been placing upon the provisions of Section 1, of 
Rule 10, of the Classification, does not accord with the Commis- 
8ion’s interpretation of similar wording in Rule 7 of the Classi- 
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fication with respect to shipments being consigned to only one 
consignee, by one shipper to one destination. 

In our answer to which you refer, we quoted from the de- 
cision of the Commission in the Consolidated Classification Case, 
54 I. C. C. 1, with respect to Rule 7. 

In order to make the matter clear Rule 10 should, in our 
opinion, be amended in the Same manner that Rule 7 was 
amended, following the Commission’s interpretation thereof in 
the Consolidated Classification Case, above cited. 


In so far as the provisions of the Pennsylvania Stop-Off 
Tariff are concerned, we see nothing in the quotation therefrom 
which you set forth, which would decide the question, inasmuch 
as the quotation might well be limited to straight carload ship- 
ments or mixed carload shipments which are specifically pro- 
vided for in tariffs under provisions other than Rule 10 of the 
Consolidated Classification. In other words, the provision does 
not specifically state that it relates to mixed carloads under 
Rule 10 of the Classification. 


Tariff Interpretation—Joint Through Domestic Rate Versus 
Combination of Domestic and Import Rates 


Florida.—Question: Referring to your answer to Tennessee, 
on page 200, of the Traffic World of July 25, 1931, under the 
above caption. 

We have been using this ruling in assessing charges on 
shipments imported from China and Japan coming through the 
ports of Seattle and San Francisco. Agent Toll’s Import Tariff 
30-W does not publish through rates to Florida Peninsular or 
K1 territory via all rail. The traffic department of one of our 
largest patrons insists that the rates in Agent Toll’s Tariff 
30-W, in connection with class rates in Agent Glenn’s Tariff 
I. C. C. A-706 are the applicable rates. We contend the domes- 
tic rates are applicable. 

Your opinion will be appreciated. 

Answer: Rule 7 (a) of Tariff Circular 20 provides that: 
“Export and import rates, when so designated, whether class 
or commodity, take precedence over other rates between the 
same points, via the same route, on export or import traffic, as 
the case may be, and tariffs containing such rates must so 
provide.” Rule 16 (a), of Tariff Circular 20, provides that: 


The establishment of a commodity rate removes the application 
of the class rate on the same article between the same points via 
the same route * * * except that import or export class rates will 
take precedence over commodity rates, which are not published spe- 
cifically to apply on import or export traffic. 


In the absence of import commodity or class rates, spe- 
cifically designated as such, joint through domestic rates, 
whether class or commodity, take precedence over a combina- 
tion rate composed of factors, one of which is an export rate. 
See Standard Export Lumber Co. vs. A. & M. R. Co., 74 I. C. C, 
721 and Chicago Heights Manufacturers’ Association vs. I. C. 
R. R. Co., 142 I. C. C. 385, which decisions are the authority 
for this statement. The principle of these cases applies to 
either an import or an export shipment. 

In the former case the Commission said: 


destined for export, moved over the Alabama 
& Mississippi to Pascagoula, Miss., Louisville & Nashville to New 
Orleans, La., and Southern Pacific lines beyond, 402 miles. Charges 
were collected at a combination rate of 28.5 cents, made up of 
commodity rates of 11.5 cents to New Orleans and 17 cents beyond, 
the latter factor being restricted to export traffic. Subsequent to 
the movement defendants demanded payment of additional charges 
based on a joint through commodity rate of 50 cents contempora- 
neously in effect from Moss Point to Beaumont. 

Complainant contends that on export traffic the combination 
rate collected was applicable. This contention is untenable. The 
joint rate was unrestricted, and therefore applicable on both domestic 
and export traffic. 


The shipments, 


This case involved the application of a joint through export 
commodity rate as against a combination rate, while the other 
case relates to the application of a joint through class rate 
as compared with a combination rate. 


Receipt by Consignee of Goods Delivered by Carrier 


Maryland.—Question: Is it necessary that the delivery re- 
ceipt be signed in the freight house immediately following the 
actual check and delivery by the warehouseman, or is a receipt 
signed at the cashier’s window for such a shipment valid, and 
will it stand in court. 

Answer: We cannot locate an opinion of the Commission or 
decision of the courts in which the question you raise was 
specifically at issue. 

A receipt has been defined as “a written acknowledgment 
of payment of money or delivery of chattels.” It is merely the 
admission of the party giving it that money or something else 
has been received by him. 

It has been held that a receipt taken by a carrier for goods 
is prima facie but not conclusive proof of delivery. G. C. & 
S. F. vs. Rosenthal Dry Goods Co. (Tex.), 207 S. W. 167. See, 
also, Burk vs. County of Galveston, 76 Tex. 276, 13 S. W. 455. 
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Should the consignee sue for the non-delivery of goods and 
the carrier produce a receipt obtained in the manner you set 
forth, that is, a receipt signed at the cashier’s window, the 
consignee would not be precluded from showing that the goods 
were not received, notwithstanding the receipt given to the 
carrier. The burden would, however, be upon the consignee to 
prove that he did not receive the goods, notwithstanding his 
acknowledgment of the receipt thereof by his signing the de- 
livery receipt, and not on the carrier to prove that it delivered 
the goods to him. 

The fact that the receipt is signed at a place on the car- 
rier’s premises different from the place at which the goods are 
tendered to the consignee would, in our opinion, enter only into 
the question of whether delivery was made as acknowledged 
in the receipt, and would not affect the legality of the receipt 
as such. 

Tariff Interpretation—Minimum Weight 


Ohio.—Question: Please give your views on the following: 

A shipment of hogs, single deck, was made from an Ohio 
point to the Pittsburgh live stock market. The tariff naming 
the rate publishes a minimum weight of 17,000 pounds for hogs, 
carload, the tariff being subject, except as otherwise provided, 
to Agent Jones’ Tariff No. 515, I. C. C. 2499, Miscellaneous Rules 
and Regulations. Item 260-C of Supplement 18 to Jones’ Tariff 
515 publishes a minimum of 17,000 pounds on hogs, and as an 
exception makes the minimum 15,000 pounds on shipments to 
the principal markets, including Pittsburgh. 

Shipper contends 15,000 pounds minimum should apply—his 
contention being that the tariff naming rate does not provide 
other than 15,000 pounds minimum on hogs to Pittsburgh, Pa. 

Answer: The tariff to which you have reference, prior to 
the issuance of supplement 5 thereof, effective June 1, 1933, pro- 
vided on the title page that it was governed, except as otherwise 
provided therein, by the Official Classification and by Exceptions 
to Official Classification, Agent Jones’ I. C. C. No. 2506. 

The tariff further provided for a minimum weight of 17,000 
pounds on hogs. 


Effective June 1, 1933, by Supplement 5, the tariff was 
amended to provide that it was also governed by Miscellaneous 
Rules and Regulations published in Agent Jones’ Tariff No. 515, 
I. C. C. No. 2399. 


This same supplement, on page 2, effective June 1, 1933, 
under the heading of “List of Commodities and Minimum 
Weights,” provides for an additional application on traffic to 
Pittsburgh, Pa. In this application it igs stated that on hogs, 
single deck, straight carloads, when in cars 36 ft. 7 in. and 
under in length (inside measurement), minimum weight will be 
15,000 pounds, and in cars over 36 ft. 7 in. to and including 
40 ft. 6 in. in length (inside measurement), the minimum weight 
will be 17,000 pounds. 


The line-haul tariff providing on June 1, 1933, for minimum 
weights based on the length of the car ordered, it is our opinion 
that the provisions of Supplement No. 5 to this tariff and not 
the provisions of Agent Jones’ Tariff 515, I. C. C. No. 2499, 
govern shipments moving under the line haul tariff on and 
after June 1, 1933. 


As the line-haul tariff was not governed, prior to June 1, 
1933, by Agent Jones’ Tariff No. 515, I. C. C. 2399, the minimum 
weight of 17,000 pounds published in the original applied. 


However, inasmuch as in Supplement 5 to the line-haul tariff 
no provision is made for minimum weights on cars over 40 ft. 
and 6 in. in length, it is our opinion that the provisions of Agent 
Jones’ Tariff 515, I. C. C. No. 2499, apply. Item 260-C, of Supple- 
ment 18 thereof, provides for a minimum of 19,000 pounds on 
cars of such lengths. See in this connection Paine Lumber Co. 
vs. Tennessee Central Ry. Co., 136 I. C. C. 559. 


Reconsignment—On Condition of Protection of Through Rate 


New York.—Question: Will you kindly advise reference to 
decisions covering the following case: 

A carload shipment moving from point A to point B is 
reconsigned to point C by the consignee at point B, with instruc- 
tions to protect the through rate. The carrier handles the ship- 
ment to point C and assesses the combination of rates via point 
B. Points B and C are in the same rate group and the consignee 
contends that he is entitled to a refund of any charges collected 
in excess of this rate, as the carrier did not notify him that 
they could not comply with his instructions to “protect the 
through rate.” 

Answer: In regard to this question, see the Commission’s 
decisions in Chevrolet Motor Co. vs. C. R. I. & P. Ry. Co., 132 
I. C. C. 387, and Lehr Lumber Co. vs. R. R. & G. Ry. Co., 132 
I. C. C. 335. Under the decision in the first case, a condition 
precedent to liability on the part of the carrier, if the recon- 
signing instructions call for the application of a specific rate, is 
that the reconsigning instructions be given in time for the car- 
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riers to intercept the shipment at a junction via which the rate 
specified in the reconsigning instructions applies. 

Under the decision in the latter case, if the reconsigning 
instructions are not conditioned upon the protection of a spe. 
cifically named rate, the rate applicable via the route the ship. 
ment moved must be used. In this case the Commission said: 


The reconsignment instructions were not to protect a joint through 
rate or any specific rate, but the “lowest through published rate.” 
Such instructions obviously meant the lowest through rate appli- 
cable over the route traversed from point of origin to the point at 
which the shipment was reconsigned. The instruction was not suffi- 
cient to operate as a notice to defendants that complainants wanted 
a rate which was not applicable over the route traversed to East St, 
Louis, 

We find that, under the circumstances shown of record, the de- 
fendants were not under duty to notify complainants that the 38.5 
cent rate was unapplicable; and that the rate charged was applicable 
and not unreasonable. The complaint will be dismissed. 


Tariff Interpretation—Specific Versus General Commodity Rate 


Utah.—Question: Please refer to Item 3115-B, Supplement 
10, Trans-Continental Tariff 1-K, which names a rate on polish. 
ing powders; also Item 3115, of Tariff 1-M, which canceled Tariff 
1-K, from which item polishing powders have been eliminated. 

Prior to this time, is it your opinion that the commodity 
rate could be applied on powdered floor wax? This is a polish- 
ing powder and in the absence of a specific provision as to 
the nature of the polishing powders on which the rate was 
intended to apply, should be covered by this commodity rate. 
It is true that floor wax is specifically provided for in Item 
4545 of the same tariff, but this does not prove that powdered 
floor wax is not a polishing powder, as named in Item 3115B, 
of Supplement 10. There is no restrictioin against using the 
lower of two published rates in the same tariff. 

Your opinion as to the correct rate will be appreciated. 

Answer: In Abilene Flour Mills vs. A. & S. Ry. Co., 101 
I. C. C. 14, the Commission stated that it is an elementary rule 
of tariff interpretation that in the absence of ambiguity, a gen- 
eral tariff description does not take precedence over a specific 
commodity description. See, also, to the same effect Cleveland. 
Akron Bag Co. vs. W. & L. E. R. Co., 93 I. C. C. 694. 


Sales—Passage of Title Where Freight Allowed to Destination 


Illinois.—Question: We would like to have your opinion as 
to the liability of the term “F. O. B. factory Chicago” with 
freight allowed on our invoices. 

Does this relieve us of all liabilities to the shipment after 
our delivery to the carriers? The question is whether this 
freight allowance on the invoices would make any change in 
the shipping point? 

Answer: Where the provision in the contract of sale is 
F. O. B. at point of origin, the title will pass, as a general rule, 
when the property is placed on the cars for shipment; on the 
other hand, where the provision is for delivery F. O. B. the 
point of destination, the title is not, as a rule, considered to 
pass until the subject matter has reached such point, as the 
delivery to the carrier is not a delivery to the buyer. 

If the place of shipment is the place where, under the terms 
of the contract delivery is to be made to the buyer, the fact 
that on delivery to the carrier the seller pays or guarantees the 
freight will not prevent the delivery from constituting a delivery 
to the buyer. The payment of freight by the seller is, however, 
evidence to show that the seller assumed the duty of delivering 
at the point of destination, and will prevent, if such is the case, 
the delivery to the carrier from being considered a delivery 
to the buyer. 

Where the duty of the seller is to send the goods to the 
buyer, the general rule is that delivery to a common carrier is 
equivalent to a delivery to the buyer himself, and particularly 
is this so if the carrier to whom delivery is made has been 
designated by the buyer; the carrier is deemed the agent of the 
buyer and not the agent of the seller. Such delivery effects a 
transfer of the title, and is sufficient performance of the con- 
tract to enable the seller to maintain an action for goods sold 
and delivered, even though the seller pays the freight, though 
in controverted uses the payment of freight may have an impor- 
tant bearing in determining whose agent the carrier is. But 
if the delivery or shipment is not made in accordance with the 
terms of the contract it is not considered that the delivery 
is made to the buyer’s agent and the title and risk remain in 
the seller. There must, of course, be some proof of authority 
from the buyer for delivery to a carrier or the buyer will not 
be bound. In the absence of specific directions by the buyer 
he will be bound if the goods are sent by the usual mode. The 
mere fact that the goods are sent C. O. D. is not conclusive 
that the carrier is the seller’s agent for the purpose of delivery. 
Where the seller consigns goods to himself, delivery to the 
carrier is not a delivery to the purchaser. If the seller unde!- 
takes to make the delivery himself to the buyer at a distant 
place, thus assuming the risk of carriage, the carrier is the 
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It is the seller’s duty to prepare the goods for 


geller’s agent. 
shipment and to deliver them to the carrier in a merchantable 
condition, and in delivering to a carrier he must take the 
usual precautions for insuring a safe delivery to the buyer and 


for holding the carrier liable in case of loss or damage. Notice 
should be given to the buyer of the time and place of shipment, 
and of the carrier by whom the goods were forwarded, unless 
the carrier is designated by the buyer. The bill of lading should 
be delivered to the buyer within the stipulated or a reasonable 
time. A stipulation for delivery “F. O. B.” means that the 
seller at his own expense shall place the goods on the car or 
vessel which is to carry them on account of the buyer, at whose 
risk they are from that time. 


Private Cars—Storage Charges by Railroad Where Cars Held 
by Carrier Pending Settlement of Affairs of Owner of Cars 


Indiana.—Question: A private car company makes a con- 
tract with a railroad for the repair of said private car com- 
pany’s equipment. Said railroad then to use said private car 
company’s equipment in regular service on the same basis that 
is now in effect on refrigerator cars. The private car com- 
pany delivers to said railroad forty or fifty of their cars and 
then gets into some sort of controversy among its officials 
and the work is held up and not done by the railroad com- 
pany. In the event that provisions of the contract are not 
lived up to and the railroad does not repair the cars for the 
private car company for the reason that the private car com- 
pany changes hands, cannot finance itself or for any other rea- 
son, and said private car company’s cars are to be removed 
from said railroad company’s rails, what storage can said rail- 
road company charge per car during the period said cars were 
stored on its rails, and what rule covers and where can it 
be found, if said railroad company has no tariff providing for 
emergencies of this kind. 

I will thank you very much for this information. 

Answer: Rule 1, Section A, of the Uniform Demurrage 
Rules provides: 


Cars of either railroad or private ownership, held for or by con- 
signors or consignees, for loading, unloading, forwarding directions 
or for any other purpose, are subject to these demurrage rules, ex- 
cept as provided in section B. 


Section B thereof provides: 


The following carsS are not subject to these demurrage rules: 

4 (a) Private cars on private tracks when the ownership of 
the car and track is the same. 

(b) Empty private cars stored on railroad or private tracks, in- 
cluding such cars sent by the owner to a shipper for loading, pro- 
vided the cars have not been placed or tendered for loading on the 
orders of a shipper. (See rule 6, section D, of tariff.) 


Aside from the fact that the cars in question, being private 
cars, would, if subject at all to the demurrage rules, be subject 
to paragraph 4 (b) of Rule 1, it seems to be doubtful, in view of 
the use of the term “held for or by consignors of consignees,” 
in section A of Rule 1, that the demurrage rules have any 
application in the instant case. 

Even assuming that the rules have application thereto, it 
would appear that paragraph 4 (b), of Section B, of Rule 1, 
would be applicable and if so preclude the assessment of de- 
murrage charges on the car, as this provision of the demurrage 
rules states that empty private cars stored on railroad tracks 
are not subject to the demurrage rules. See the decision of 
the Commission in Albert Lea Packing Co. vs. C. M. & St. P. 
Ry. Co., 152 I. C. C. 665. 

The demurrage rules being inapplicable, in that the cars 
are not the subject of transportation while being held by the 
carrier, the matter of a storage charge would seem to be a 
matter of private contract between the owner of the cars and 
the carrier. In the absence of a contractual provision covering 
the charge, the usual rule that where a service is performed by 
one party for another a reasonable charge may be assessed, 
would apply, unless the terms of the contract entered into by 
the respective parties for the repair of the cars would negative 
a charge being made. 


Tariff Interpretation—Application of Rule 29 of Classification 
Where Tariff Provides for Minimum Weight Per Car 


Oklahoma.—Question: Sometime ago we had a shipment of 
wrought iron pipe moving from A, Indiana, to B, Illinois, which, 
On account of the length required two additional idler cars. 

The tariff covering this movement is E. J. & E. Tariff 37-M, 
I. C. C. 2188. This tariff carries a provision at the top of each 
page that the minimum weight is 60,000 pounds per car. How- 
ever, the tariff is subject to the Official Classification No. 51. 
The actual weight of the shipment was 100,400 pounds. How- 
ever, charges were assessed based upon a minimum of 180,000 
pounds, or 60,000 pounds per car for each car in the unit. 

_ The point involved is whether or not the 60,000 pounds 
Minimum is to apply to each car in the group, or 60,000 pounds 
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on the car carrying the load and 24,000 pounds for each addi- 
tional idler car, subject to the actual weight as a minimum. 

Since the actual weight was only 100,400 pounds, the mini- 
mum according to Rule 29 of the Classification, i. e., 60,000 
pounds for one car, and 24,000 pounds for each additional car, 
would make a minimum weight of 108,000 pounds. 

The railroad contends that since the tariff states the mini- 
mum weight 60,000 pounds per car, it takes precedence over 
Rule 29 of the Classification, because Rule 29 of the Classifica- 
tion states “unless otherwise provided, the following will apply.” 

It appears to us that the per car notation in the above men- 
tioned tariff is superfluous, for the reason that the carload 
minimum weight shown in all tariffs is intended to apply per 
car, generally speaking, and it is only instances in which long 
articles cannot be accommodated, such as in this instance, that 
Rule 29 provides relief. 

If the carriers’ contention that the 60,000 pound minimum 
is to be applied to each and every car offered in transportation 
service, then may we ask what would be the result if the ship- 
per ordered a 50 foot car and the carriers were unable to 
furnish a 50 foot car, and in lieu thereof furnished two 40 foot 
cars for the carrier’s convenience? Would the shipper be 
penalized for the carrier’s failure to furnish a 50 foot car as 
ordered by being assessed 60,000 pound minimum on each of 
the two 40 foot cars furnished, assuming that the actual weight 
was somewhat less than 60,000 pounds each? 

Will you kindly let us have your opinion on this matter, 
and, if possible, cite us some decisions of the Interstate Som- 
merce Commission which are in point? 

Answer: If the purpose of using the term “per car,” in 
connection with the minimum weight of 60,000 pounds pre- 
scribed in E. J. & E. Ry. Tariff 37M, I. C. C. 2138, was the 
setting aside of the provisions of Rule 29 of the Consolidated 
Classification, this purpose is not as clearly set forth as it 
should be, in our opinion, resulting in ambiguity. Where the 
provisions of a tariff are ambiguous, the Commission holds that 
they are to be construed against the framer of the tariff and 
in favor of the shipper. Wausau Southern Lumber Co. vs. A. G. 
S. R. R. Co., 142 I. C. C. 521, 5265. 

This principle should, we believe, be applied in the instant 
case, for, if it was intended to make Rule 29 of the Consolidated 
Classification inapplicable in connection with the tariff, this 
connection could have been expressed by a specific provision 
to this effect. 

The same reasoning would, in our opinion, apply in so far 
as the application of a two-for-one rule is concerned. 

In other words, it is our opinion that the provision in ques- 
tion, of the E. J. & E. tariff, does not specifically negative the 
application of Rule 29 and would not negative the application 
of Rule 34. See, with respect to this general subject, the Com- 
mission’s decision in Winona Paint & Glass Co. vs. C. B. & Q. 
R. R. Co., 183 I. C. C. 363, on page 364 of which the Commission 
said: 

Complainant contends that as the classification specifically pro- 
vided a rating on plate glass of all sizes, that the words ‘unless, 
otherwise provided in separate description of articles’’ in the provisions 
above set forth precluded the application of the rule, and that the 
charges, therefore, should have been computed on the basis of the 
double first-class rate and actual weight. In other words, complain- 
ant urges that rule 29 has no application when a rating is provided 
in the classification and that rule is not referred to in connection 
therewith. This contention disregards the fact that all less-than- 
carload ratings in “the classification are subject to rule 29, unless 
otherwise provided in separate descriptions of articles. The con- 
sidered description did not contain any provisions that would remove 
ae pg of rule 29. That rule was properly applied in the 

s le 


Limitation of Actions—Recovery of Overcharge or Reparation by 
Shipper 


Wyoming.—Question: Kindly state the limitations for re- 
covery of freight charges, which, we contend, were in violation 
of the fourth section, interstate commerce act. 

Answer: Paragraph 3, of Section 16, of the interstate com- 
merce act, provides for a limitation period of three years for 
the recovery of overcharges and two years for the recovery of 
damages not based on overcharges, the cause of action accruing 
on the date of delivery or tender of delivery of the shipment. 

A complaint for the recovery of damages in respect to a 
violation of either provisions of the fourth section of the act, 
that is, the long-and-short-haul provision or the aggregate of 
intermediates’ provision, is not a claim for the recovery of the 
overcharge. See Davis vs. Portland Seed Company, 264 U. S. 
403, 44 S. Ct. 380, and Morgan vs. M. K. & T., 12 I. C. C. 525. 

In Davis vs. The Portland Seed Company, 264 U. S. 403, 
44 S. Ct. 380, the Supreme Court of the United States said: 

The statute requires rigid observance of the tariff, without regard 
to the inherent lawfulness of the rates specified. It commanded ad- 
herence to the published rate from Roswell; section 6 forbade any 


other charge. Observance of the lower rate from Pecos, put in with- 
out authorization, might have been forbidden, as pointed out in 


United States vs. Louisville & Nashville R. R. Co., supra; but it 
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would be going too far to hold, as respondent insists, that the un- 
authorized publication established the lower rate as the maximum 
permissible charge from the intermediate point—the only rate there- 
from which could be demanded. 


In Morgan vs. M. K. & T., 12 I. C. C. 525, the Commission, 
on page 528 said: 


The Commission has announced that it will view a through rate; 
that is in excess of the sum of the local rates between the same 
points as prima facie unreasonable, and if called upon to pass upon 
such a case under formal complaint will place the burden of proof 
upon the carriers to defend the reasonableness of such rates. This, 
however, does not assume that there may not be instances in which 
a through rate higher than the sum of the locals between the same 
points will be found reasonable. Neither does it furnish to carriers 
or to shippers any license to depart from the rates and terms of 
tariffs lawfully applicable to shipments. A specific through rate is 
the lawful rate upon a through shipment even though some combina- 
tion migh make lower. The higher rate may not be reduced except 
by lawful amendment to tariff, and carrier may not charge the higher 
through rate upon one shipment and the lower combination rate upon 
another shipment of the same kind between the same points at the 
same time. 


Therefore, your complaint must be brought within the two- 
year provision of paragraph 3 of section 16 of the act. 


Damages—Measure of—Cost of Repairs 


Michigan.—Question: A cabinet valued at $250 was shipped 
to a customer. This cabinet arrived badly damaged and had 
to be returned to our factory to be repaired. The necessary 
repairs were made and claim has been filed for the cost of 
repairs in addition to the freight charges both ways. 

Included in the cost of repairs are such items as actual 
out of pocket cost, factory overhead, administrative expense and 
a small profit, in addition to the freight charges both ways. We 
always charge a profit on special work and this profit is a 
certain percentage of the cost of the work. 

Can we properly include a profit on the cost of these re- 
pairs? This amount must be paid by our customer because of 
the carrier’s failure to deliver the shipment in good condition. 

I would appreciate it very much if you would let me have 
your opinion on this, together with any Interstate Commerce 
Commission or court decision. 

Answer: While it may not be obligatory on the part of the 
consignee to repair or have repaired, goods which are delivered 
to him in a damaged condition, for which damaged condition 
the carrier is liable, if the result of the consignee’s efforts is 
to restore the goods to their original value or to enhance the 
value of the goods to a figure in excess of their value in the 
damaged condition in which received, after deducting the cost 
of repairs, this expense is a proper element of damages. See 
P. & S. F. R. Co. vs. Shell, 265 S. W. 758; American Railway 
Express Co. vs. Judd, 104 Sou. 418; St. L. S. W. Ry. Co. vs. 
Tacker, 255 S. W. 553; Wilson Poultry & Egg Co. vs. Mo. Pac. 
R. Co., 215 Pac. 1020. 

If the claim in question is being filed for account of the 
consignee, subject to the above stated conditions, the consignee 
is, in our opinion, entitled to the reasonable cost of having the 
repairs made, which necessarily include a profit to the party 
making the repairs, as it cannot be expected that the consignee 
can have such work done at cost. If, as we understand, the 
consignee must pay the shipper for the repairs made to the 
cabinet, and the amount, which includes a profit to the party 
making the repairs, is reasonable, we see no reason Why the 
carrier should not settle the claim in the amount as presented. 


UNITED AIR LINES TRAFFIC 


Summer traffic, new equipment, more frequent schedules, 
and considerable travel to the world’s fair at Chicago are re- 
flected in United Air Lines’ report showing that it carried 13,170 
revenue passengers in June, contrasted with 8,592 in May, a 
gain of fifty-three per cent. Nearly half, or 6,024 passengers, 
were carried on its New York-Toledo-Cleveland-Chicago division, 
and 3,685 were carried between points on its Chicago-Pacific 
coast route, and the balance on its Chicago-Dallas and Seattle- 
San Diego lines. 

There were 4,167 more passengers carried last month than 
in June of last year. For the second consecutive month, air 
mail poundage increased, the figure being 275,551 pounds in 
June, contrasted with 254,228 pounds in May. The company 
flew 1,171,681 miles in June. 


VIOLATIONS OF AIR REGULATIONS 


The aeronautics branch of the Department of Commerce 
dealt with 218 violations of the air commerce regulations in 
the second quarter of 1933. 

In this quarter, the aeronautics branch collected civil pen- 
alties in the amount of $175, of which $150 applied to penalties 
assessed in this period, the remaining $25 applying to penalties 
previously assessed. Civil penalties were assessed against 30 
persons in the second quarter of the year. Also 39 reprimands, 
58 suspensions, 28 revocations, and 10 denials of licenses were 
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imposed for violations. In 53 cases, evidence was produced 
which justified dismissal of the charges. 

Violations of the provisions of the air commerce regula. 
tions pertaining to low flying led the list of specific offenses, 
There were 26 such violations. Other specific violations during 
the second quarter of 1933 were: Illegal acrobatics, 25; ]j. 
censed aircraft flown by unlicensed pilots, 23; dual controls 
connected during passenger flights, 8; flying at night without 
position lights, 7. The miscellaneous offenses numbered 129, 
Of the total number of violations, 11 are still pending. 


IMPROVEMENT OF HIGHWAYS 


Under the highway improvement program made possible 
by the national recovery act, Henry T. Hunt, general counsel of 
the federal emergency administration of public works, has 
ruled that in projects involving elimination of railroad grade 
crossings the administration may advance to cities 30 per cent 
of the cost of their share of the cost of labor and materials 
for such work and may lend to the political subdivision in 
charge its share of the total cost of construction. Loans may be 
made to railroads to cover their share of the total cost. 


MOTOR CARRIERS AND CODES 


The division of the national recovery administration that 
will handle matters relating to codes of fair practices of motor 
bus and motor truck carriers under the national industrial re. 
covery act is headed by Malcolm Muir, deputy administrator. 
Mr. Muir is president of the McGraw-Hill Publishing Company, 
He is a former head of Associated Business Papers. He has 
been active in industrial recovery matters. 

S. R. Truesdell, assistant to Mr. Muir, will give particular 
attention to highway transportation, street railways and taxi- 
cabs. He was formerly with the Chicago & North Western, 
having served in that carrier’s engineering, valuation, account- 
ing and operating departments over a period of fourteen years. 
In the period 1927-33, he was with the General Motors Truck 
Company, engaging in survey work, sales promotion and adver. 
tising, and for the last six months he was engaged in special 
survey work for the Atlantic Greyhound Lines. 

Mr. Muir, in addition to having highway transportation 
matters under his supervision, also has capital goods, construc- 
tion and materials (not steel), and hotels. John Matthews, 
formerly with the Bureau of Foreign and Domestic Commerce 
of the Commerce Department, is Mr. Muir’s assistant for this 
part of the work. 


CALIFORNIA TRUCK AGREEMENT 


The long standing feud between the railroads and the Los 
Angeles motor truck carriers came to an end July 16, when C. G. 
Anthony, vice president of the Certificated Highway Carriers, Inc., 
Association, declared an armistice at a joint meeting attended 
by representatives of railroads, steamship lines, franchise truck 
operators, and the contract truck operators of California, repre- 
sented by Nathan J. Elliott. 

It was agreed that the rails would ask the state railroad 
commission for permission to establish rates on a par with those 
proposed by the truckmen under their recovery act code, the 
truckmen, in return, agreeing to establish practices and rates 
that would, perhaps, enable the railroads to regain some of the 
business lost to the trucks. 


GENERAL AMERICAN STORAGE TERMINAL 

Acquisition ef one of the largest liquid storage terminals on 
the Atlantic seaboard by General American Transportation Cor- 
poration is announced by Lester N. Selig, the company’s presi- 
dent. The property is that of the American Mineral Spirits 
Company at Carteret, N. J., opposite Staten Island, New York. 

The terminal has been used primarily for the storage of 
gasoline, naphtha, and gas oils brought there by tank steamers 
in the coastwise or trans-Atlantic trade. Preparations will be 
started immediately, Mr. Selig said, to double the capacity of 
the terminal and to equip it for the handling of all types of 
bulk liquids. 

The property will be developed along the lines of the 
General American Terminal at Goodhope, La., in the Port of 
New Orleans, which the company has operated for the last 
eight years. The Carteret terminal, with the improvements now 
planned, will have a storage capacity of 40,000,000 gallons. It 
occupies about thirty acres, and includes tidewater docks and 
piers for ocean-going tankers. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 





PAGE 151 


N 2 3 
oF 0 Br ieee The Trelis Porid 
duced 
tae. BB am>. . 
"ezgula. a eS 
enses, \ s/ Ww 
luring bi ee : Pn Sg faz. 
5; Tk B= | i Se -71/ Fs 
Ntrols ‘ = Lg ‘7 of 
ithout y 
1 129 = 
Ssible 
Sel of 
has 
grade 
’ cent 
erials 
on in , 
mn CANT SAVE THOSE CARS THERE'S ONE CHANCE FLYER. BUT LL 
WITHOUT A LOCOMOTIVE, — I'LL SEE THE FRISCO FLAG HER DOWN 
THEY'RE ALL LOADED. OUR 
sits SHIPMENT WILL BURN LIKE 
notor ay 
al re- 
rator. 
pany. 
> has 
cular 
taxi- 
stern, 
ount- 
ears, 
Truck 
dver- 
ecial 
ation 
true- 
ieWS, 
lerce 
this SA FEN 
GREAT WORK! canna 
YOU SAVED ME 
, ; br x 3 THOUSANDS 
a F. 7 ve : OF DOLLARS 
. = Tope: 
nded AW ee ON‘T THANK ME, 
naa Wik SAVE THOSE CARS DON PR ta 
2pre- FRIS co 
road 
hose 
the 
‘ates 
the 
5 on 
Cor- 
resi 
irits 
ork. . P P ‘ 
» of A spECTACULAR example of Frisco service, | your fast passenger and mail trains to stop 
” but in keeping with the Frisco policy ofalways _ hereand pullall cars from our tracks. We ap- 
| doing the best possible job for shippers and _preciatethis and wantour most sincerethanks 
the passengers regardless of conditions. Here’s to reach every man in your organization that 
k. what the manager of the burned mill wrote:— had anything to do with such a courtesy.” 
v “cc 7 : ° 
we Please accept this as our most sincere thanks With courtesy and service, let Frisco speed 
and for the extreme courtesy your company ex- your shipment or short- 
tended us during our very damaging fire early en your journey from, to 
x Tuesday morning. I know no act of and thru Frisco-land. 
+ friendship greater than was extended 
S. S. BUTLER 


us by your company, when someone nscel Teabtte Masnasr 
in your organization ordered one of SAINT LOUIS 


PAGE 152 


Work of the Traffic Man 


ECASTING of the social and economic forms within which 
business is conducted by the Roosevelt administration, it 
may be supposed, will not make the work of the industrial traffic 
manager any easier. While the blueprints for that future 
society on which the 
planners in Washing- 
ton are working are 
not complete, it seems 
reasonably certain to 
many that competi- 
tion, in the _ service 
and efficiency sense, 
will not be less, but 
more, intense—if, as, 
and when The New 
Deal is realized. 
General business 
or, aS some term it, 
social legislation en- 
acted by the special 
session of Congress 
not long over. will 
have ae greater. in- 
fluence on the daily 
affairs of the man re- 
sponsible for the trans- 
portation activities of 
industries, large and 
small, than will the 
coordinator act, in the 
opinion of some of 
those who have given 
thought to the matter. 
“In the days just 
ahead, every depart- 
ment of business must 
traffic manager, Fisk 


A. D. Phillips 


be on its toes,” says A. D. Phillips, 
Rubber Corporation, Chicopee Falls, Mass. ‘‘With production 
schedules, hours of labor, minimum wage scales, and many 
other important business functions under direct supervision of 
the government, profits will be greatest for those concerns 
that are most successful in adapting themselves to the changed 
conditions and supply their markets with the least over-all 
waste.” 

Traffic management has a really great opportunity in this 
situation, in the opinion of Mr. Phillips. ‘Every item entering 
into the cost of distribution must be scrutinized,” he says. 
“Methods and systems must be checked and rechecked. Studies 
must be made to improve the old system, wherever possible, or, 
if a new system is needed, to provide that. All possible 
economies must be effected and advantage taken of location as 
well as of the various agencies of transportation, using what- 
ever facilities are best suited to the particular concern and 
product.” 

It is the job of the industrial traffic man to develop that 
type of system of distribution best suited to the industry he 
is serving, Mr. Phillips points out. No standard rule will 
suffice. The problems of the individual manufacturer must be 
studied and analyzed. There are, of course, certain funda- 
mental principles to guide, he says, but the elements of the 
problem vary according to the character of the goods produced, 
location of plant, sales territory, volume of production, service 
required, and many other factors. 


“The Fisk Rubber Corporation distributes its products 
through dealers located in every state of the United States, he 
explains. “The volume of units sold each year runs into millions 
and includes automobile tires, bicycle tires, tire tubes, tire 
sundries, fan belts, automobile radiator hose, rubber cements, 
etc. All sales in excess of 100 pounds are made on a delivered 
basis. The general practice is to ship from the factory to ware- 
houses in carload lots, reshipping from warehouse to dealers 
in less carloads. 

“To be able properly to service the car owner, dealers must 
be in a position to meet any demand made on them, but, be- 
cause the tire purchaser does not generally buy in anticipa- 
tion of his needs, it is not always possible for the dealer to 
have in stock at all times the many types and sizes that he 
may be called upon to furnish. 

“If the tire dealer had to wait until his order was for- 
warded from the factory, the many thousands of less than car- 
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load or express shipments would not only increase the cost of 
doing business, but the delays would be such that an untold 
number of individual sales would be lost to competitors, through 
unwillingness of the car owner to wait until the dealer could 
secure the type and size wanted from the factory. The auto. 
mobile tire manufacturer can best deal with these facts by 
maintaining, at strategic points, a well balanced stock sufficient 
to supply demand at all times. 

“In order to determine the location and number of ware. 
houses required to service the dealer trade, this company found 
it necessary to make a detailed study in each of the forty-eight 
states. Population, car registration and volume of units sold 
in the various sections of a state largely determine the value 
and desirability of a location as a warehousing point. One city 
may have a lower inbound carload rate than another, but, 
because of a larger potential surrounding market or because 
a larger number of units are actually sold in the vicinity of 
a higher rated point, total transportation cost may be less by 
distributing from the higher rated point than from one having 
the lowest inbound carload rate. 

“In other words, because of volume of units sold in a par. 
ticular section, the higher carload rate to one point plus lower 
less than carload rates from such location may make a cheaper 
through transportation charge than by using the lower carload 
rate to another point, plus a higher less than carload rate to 
the volume-consuming territory. Or, it may be that two poten. 
tial distributing points in the same state will have the same 
inbound carload rate, but because one is located nearer the 
volume consuming territory, the total transportation charge 
will be less via the more strategically located point, by reason 
of lower less than carload rates. 

“With this situation in mind, my department first made an 
analysis of sales in each of the states, so as to develop the 
volume of units sold in each city or town. This volume was 
then reduced to a weight basis. Our next move was to set up 
the carload rates on the commodities involved from factory 
to all natural and recognized distributing points in each state. 
We then figured the less than carload rates from each of these 
potential warehouse points to each sales destination, adding 
these to the carload rates, thereby arriving at a per 100 pound 
transportation cost from factory to ultimate destination, via 
each of the potential warehousing centers. The point showing 
the lowest total transportation cost on the volume sold in each 
state, all other factors, such as rental, suitable buildings, etc., 
being favorable, naturally was the one to be chosen. 

“In several instances volume did not warrant locating a 
warehouse in each state. In such cases a further study along 
the same lines was made, and a location decided upon that most 
economically and efficiently served the needs of two or more 
states. In other instances it was found that, because of volume, 
lower total transportation costs could be secured by locating 
two warehouses in one state. This was particularly true in the 
densely populated sections, where large cities had developed on 
both eastern and western borders of a state. New York and 
Buffalo, N. Y., Philadelphia and Pittsburgh, Pa., St. Louis and 
Kansas City, Mo., illustrate this point. Finally, the entire 
study was boiled down and fourteen distributing centers were 
chosen as best suited for this company’s particular purpose. 

“To control the system and to adapt it to changing condi- 
tions, separate maps have been prepared showing all natural 
and recognized distributing points in each state. The territory 
most economically served by each point is shown jin different 
colors. This enables the traffic department to point out savings 
that can be made as conditions shift. Many thousands of dol- 
lars have thus been salvaged from the stratosphere of extrav- 
agance in distribution.” 
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Doings of the Traffic Clubs 
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The 1933 annual meeting of the Associated Traffic Clubs of 
America will be held at Baltimore, October 24 and 25, with 4 
meeting of the board of diretcors October 23. 


A golf tournament will be held by the Transportation Club 
of Louisville at the Producers’ Wood Preservers Golf Club July 
27. Prizes will be awarded winners. 


The Transportation Club of Buffalo held its second golf 
outing of the year at the Niagara Falls Golf and Country Club 


July 20. Dinner was served in the evening. 


Eugene R. Woodson, vice president and controller of the 
Railroad Creidt Corporation, spoke on “The Old Time South” at 
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INCE the Creation, man has been de- 
S pendent on the soil. From the be- 
ginning, it has provided for him, for his 
dependents and his flocks and herds. Its 
products seem inexhaustible— and new 
uses are found for them daily. 

But manless land needs landless men to 
develop it—to convert raw soil into produc- 
tive farms. Though few wildernesses remain, 
the country abounds in low-priced, well- 
watered land needing only cultivation to pro- 
duce abundantly. Much of this available land 
is in the vast region between Tidewater Vir- 


LANDLESS MEN 
MANLESS LAND 


ee, 


ginia, the Carolinas and the Columbus-Cin- 
cinnati gateways to the Midwest—and is 
served by the Norfolk and Western Railway. 

To put landless men en manless land is 
the mission of the Industrial and Agricultural 
Department of the Norfolk and Western 
Railway. This organization, composed of 
experienced men, knows the essentials for 
success in farming, fruit-growing, dairying, 
livestock and poultry raising. Their detailed 
and accurate information on all conditions 
in this productive, progressive area may be 
yours with no obligation. 


T GILBERT WOOD, Industrial and Agricultural Agent 
ROANOKE, VIRGINIA 
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a meeting of the Washington Transportation Club at the Raleigh 
Hotel July 20. ° 


The annual picnic of the Sheboygan Traffic Club has been 
set for August 10 at Shooting Park. There will be golf at the 
Riverdale course, beginning in the morning. 


The eighth annual luncheon and bridge party of the 
Women’s Traffic Club of San Francisco will be held at the 
Hotel Mark Hopkins August 5. No meeting will be held in July. 


A golf match between the St. Paul Transportation Club and 
the Traffic Club of Minneapolis is scheduled for July 24 at the 
Midland Hills Golf Course. Dinner will follow the match. 


The national industrial recovery act was discussed by 
Joseph T. Parker, manager of the Oakland Chamber of Com- 
merce, at a meeting of the Oakland Traffic Club at the Athens 
Athletic Club July 18. Frank L. Walker, traffic manager, B. H. 
Body Canning Company, gave a ten-minute talk on “The Can- 
ning Industry.” 


The Pacific Traffic Association will have a dinner-meeting 
at the Clift Hotel August 8. The “recovery” legislation passed 
at the last session of Congress will be the subject of speakers at 
the meeting. 


The Traffic Club of Newark held its first golf outing of the 
season at the Locust Grove Country Club, Rahway, N. J., July 13. 
Prize winners were A. Gobel, Evan Girton, H. J. Victoris, F. 
Birchett, W. C. Smith, E. C. Kane, G. P. Russell, and A. Wagen- 
lehner. The third outing will be held at the Canoe Brook Coun- 
try Club, Summit, N. J., August 10. Bernard F. Flynn, of Job 
Decamp, Inc., is chairman of the committee in charge. 


The Women’s Traffic Club of Greater New York will have a 
summer outing at Briarcliff Lodge, Briarcliff, N. Y., August 19. 
The trip will be made in busses and scheduled amusements in- 
clude golf, tennis, and swimming. Dinner will be served in the 
evening. 





E. R. Woodson, vice president of the Railroad Credit Cor- 
poration, was the speaker at a luncheon of the Washington 
(D. C.) Transportation Club on July 20, devoting himself to a 
dialect story describing the eloquence of an old-time Tennessee 
colored man in addressing a jury. 
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Personal Notes 





Frank R. Raiff, vice president, retired, American Smelting 
and Refining Association, New York, died July 18. 


Paul D. Freer has been appointed freight traffic manager, 
Baltimore and Ohio, with headquarters in Baltimore, succeed- 
ing Samuel House, who died. C. H. Pumphrey has been ap- 
pointed freight traffic manager in Cincinnati, succeeding Mr. 
Freer, and A. L. Doggett has been appointed freight traffic man- 
ager at Pittsburgh, succeeding Mr. Pumphrey. 


Rufus B. Gage, pilot commissioner for the Port of Boston, 
until his retirement March 15, died at his home in East Boston 
July 3. He was in his sixty-seventh year and had been in 
transportation work since 1885, when he was engaged as a clerk 
by the Pennsylvania in Boston. 


Norman J. Felger has been appointed assistant general 
freight agent, Universal Carloading and Distributing Company, 
in charge of the traffic department at Buffalo. 


Morin de Linclays has been appointed general representa- 
tive of the French Line, in the United States and Canada, with 
headquarters in New York. He succeeds Jean Tillier, resigned. 


The resignation of W. B. Storey from the board of direc- 
tors of the American Railway Association has been accepted 
and S. T. Bledsoe, who succeeded Mr. Storey as president of 
the Santa Fe, has been elected to fill the vacancy. 


William H. Holsten has been appointed traffic manager, 
United States Steel Products Company, New York, succeeding 
Lewis Pfeiff, who died. 


Andrew H. Kiskaddon has been appointed general solicitor, 
St. Louis Southwestern, in charge of the legal department, suc- 
ceeding John R. Turney. Mr. Kiskaddon has announced the 
appointment of B. F. Batts as general attorney and commerce 
counsel; Adair Dyer, general attorney, and Carlton S. Hadley, 
assistant general attorney. 
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Digest of New Complaints 





No. 25932. Sub. No. 7. 
vs. Mo. Pac. et al. 

Unreasonable rates and charges, grain and grain products, 
country points of origin in Colo., Kan. » Neb. and Mo. to Coffey. 

ville, Kans., and reshipped to points in Ala., Ga., Miss., N. C. 
poe "Tenn. "Asks rates and reparation. 

25963. Sub. No. 1. Samuels Glass Co., San Antonio, Tex., ys 
M.-K.-T. of Texas et al. 

Overcharges, plate glass, Crystal City, Mo., Toledo, O., to Say 
Antonio, Tex. Asks cease and desist order and reparation. 
No. 26056—Wisconsin Manufacturers’ Association, Madison, Wis. ys, 

A. & R. et al. 

Unreasonable class rates and rates related thereto, between 
Wis. points and points in southern classification territory. Asks cease 
and desist order and rates. 

No. 26054 Sub. No. 1—American Cast Iron Pipe Co., Birmingham, Ala, 
vs. C. of Ga. et al. 
Unreasonable charges, cast iron pipe and fittings, Birmingham, 

Ala., to Van Buren, Me. Asks reparation. 
No. 26059. Sub. No. 1. Davis Grain Co. et al. 

& S. F. et al. 

Unreasonable rates, coal, points in Colo. and N. M. to points 
in Kan. Asks reparation. 
No. 26070. Quanah, Acme & [acific Railway C 


Rea-Patterson Milling Co., Coffeyville, Kan, 


No, 


Alden, Kan., vs. A, 7 


o., St. Louis, Mo., vs, 


A. FT. & &.. F.. ot Mi. 
“Alleges violation of sections 1, 3 and 15 of act, with respect 
to through routes, Joint rates and divisions. Asks es- 





tablishment of through routes and joint rates between all 
points on lines of defendants west of Floyda, Tex., in trans- 
continental, western trunk line and southwestern territories, 
including all points on lines of Panhandle & Santa Fe, on one 
hand, and all points on lines of defendants east and north of 
Red River in W. T. L., southwestern, official and southern freight 
association territories, on the other, applicable via the Floydada 
gateway, operative and effective via line of complainant; and 
prescription of just, reasonable and equitable divisions of such 















joint rates as between the A. T. & S. F. and the P. & E. F., on 
one hand, and complainant, on other. 
No. 26071. West Tennessee Shippers’ Association et al., Jackson, 





Tenn., vs. A. G. S. et al. 

Rates in violation sections 1, 3, 4, and 6, fresh tomatoes, cab- 
bage and potatoes, points in West Tennessee, to points in Ill. 
rr. A, C.F. sh, W. FT. be, FT. be, e. B., and &..F. A. territeis 
including Buffalo-Pittsburgh subdivision, Va., and Carolinas, as 
compared with rates from points in Carolinas to points in Official 
Classification territory, and with lower commodity rates from 
Ohio River Crossings on tomatoes, cabbage and potatoes. Ask 
rates and reparation. 

No. _— American Envelope Co., West Carrollton, O., vs. Me. Cent. 
et al, 

Unreasonable rate, wrapping and printing paper, 
Me., to West Carrollton, O. Asks reparation. 

No. 26073. Olean Glass Co., Inc., Olean, N. Y., vs. Pennsylvania. 

Unreasonable rate, glass sand, Mapleton, Pa., and points in 
Mapleton district to Olean, N. Y. Asks rate and reparation. 

No. 26074. R. W. Burch, Inc., et al., Plant City, Fla., vs. Railway 
Express Agency, Inc., et al. 

Unreasonable rates and charges, strawberries, points in Fila. 
to destinations in other states. Ask joint through rates from all 
producing points in Fla. to all destinations in the three classifi- 
eation territories via Jacksonville, and the Southeastern Express 
Co. Lines, through such gateways and over such routes as the 
Southeastern Express Co. now has in effect joint routes and 
through express rates from Jacksonville proper to said destina- 
tions, and also joint routes and through rates the same as in 
>. “a via the lines of the Railway Express Agency, Inc. 
Pg Carolina Shippers’ Association, Inc., et al., Wilson, N. C., 

S. A. is. ot ail. 

eieonaseeans rate and charges, Irish potatoes, North Hartford, 
N. Y., to Raleigh, N. C. Asks reparation. 

No. 26076. S. & R, Service, Inc., North Platte, Neb., vs. A. T. & S. F. 
et al. 

Unreasonable rates and charges, gasoline and other petroleum 
products, Kansas City, Mo., Kansas City, Kan., and Coffeyville, 
Kan., to North Platte, Neb. ’ Asks reparation. 

No. 26077. John Clark Co. et al., Rockville, Minn., vs. A. & E. et al. 

Rates in violation sections 1, 4 and 6, rough "and sawed granite, 
Washington, D. C., Deadwyler Spur, Elberton, Ethridge and 
Oglesby, Ga., Boston, Mass., Portland and Rockland, Me., Granite 
Quarry, N. C., Rockton, s. C., and Barre, Fairmont, ardwick, 
Montpelier, South Ryegate and Woodbury Station Yard Limits, 
Vt. to Rockville and St. Cloud, Minn. Ask rates and reparation. 

No. ao a Building Lime Co., Baltimore, Md., vs. B. & 

. et al. 

Unreasonable rates or charges, ‘‘dry mortar,’’ Martinsburg, W. 
Va., to Pittsburgh, Munhall, McKees Rocks, Aliquippa and West 
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Liberty, Pa., Millville, W. Va., and Washington, D. C. Asks 
reparation. 
No. 26079. Ridge Manufacturing Co., Nashville, Tenn., vs. N. C. & 





St. L. et al. 
Charges in violation sections 1 and 6, drugs, Nashville, Tenn., 
to points in N. Asks rates and reparation. 

No, bw Northeast Kentucky Coal Bureau, Ashland, Ky., vs. C. 
Alleges defendants’ failure to establish rail rates of 50 cents a 
net ton, or less, bituminous coal, points in Ky. and Big Sandy 
districts, Groups 4 and 5, Northeast Kentucky field to Catletts- 
burg, Ky., when for transshipment by river beyond, is in viola- 
tion of sections 1 and 3, as compared with rates from the Logan 
and Kanawha fields in W. Va. Asks rate not in excess of 50 
cents a net ton. 

No. 26081—Winn & Lovett Grocery Co. et al., 
Reading et al. 

Unreasonable rates and charges, peaches, Biglerville, Pa., and 
Swedesboro, N. J., to Jacksonville, Fla. Ask reparation. 
No. 26082—Hansen Packing Co., Butte, Mont., vs. O. S. L. et al. 
Rates, in violation sections 1 and 3, fresh meats and packing 
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Cities and markets grew— 
as the 
Santa Fe moved westward 


Santa Fe rails followed on the heels of 
the pony express and stage coach. To 
the West, Southwest, and Pacific Coast, 
the Santa Fe is a chapter of the country’s 
history. 


We are not unmindful of this and, grow- 
ing up in an atmosphere of tradition, 
tradition has become part of our daily 
lives. Service to shippers, care and 
handling of shipments, unvarying main- 
tenance of schedules are dependable. 
They are part of the Santa Fe tradition. 


Among the most famous passenger trains 
in the United States are Santa Fe’s Chief, 
California Limited, Navajo and others. 
Their fame bears witness to the close rela- 
tion between the facts of the service and 
the tradition that has grown up about it. 


The road of The Chief is the road by 


which to travel or ship between the East 
and West, Southwest and Pacific Coast. 


Via 


SANTA FE 


One Line All the Way—On Time 
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house products, Butte Mont., to Ogden, Salt Lake City, Utah, 
Pocatello, Boise, Twin Falls and Nampa, Ida. Competitors at 
Denver, Colo., Pueblo, Colo., Ogden and Salt Lake City preferred, 
Asks rates. 

" ee Packing Co., Butte, Mont., vs. C. M. St. P. & P. 
et al. 

Rates in violation sections 1, 3 and 4, fresh meats and pack. 
ing house products, Butte, Mont., to Seattle, Wash., and Portland, 
Ore. Competitors at Salt Lake City and Ogden preferred. Asks 
cease and desist order and rates. 

: te, Slag Co., Birmingham, Ala., vs. Blue Ridge 
et al. 

Rates and charges in violation sections 1 and 3, slag, Ensley 
and Woodward, Ala., to Walhalla, S. C. Asks cease and desist 
order, rates and reparation. 

. 26085—North Electric Manufacturing Co., Galion, O., vs. C. C. ¢, 
& St. L. et al. 

Rates and charges in violation sections 1, 2, 3, and 6, switch. 
boards and switchboard parts, Galion, O., to New York, N. Y., as 
compared with those contemporaneously in effect on switch. 
boards or parts from Galion, O., to New York, N. Y. Asks cease 
and desist order, waiver of collection of outstanding undercharges 
and that fifth class rate be prescribed. 

: ee A. Crowley et al., Visalia, Calif., vs. A. T. & S. F, 
et al. 

Unreasonable rates and charges, horses for slaughter, points 
in Ariz., Calif., and N. M., to points in Calif. Ask rates and 
reparation. 

. 26087—Ft. Worth Grain & Cotton Exchange, Ft. Worth, Tex., vs. 
M.-K.-T. et al. 

Rates and charges in violation sections 1 and 6, cottonseed 
cake, meal, hulls, and/or cottonseed meal and cottonseed hulls 
mixed (and other commodities which are not allowed to move in 
mixed carloads under the lawfully published tariffs carrying the 
rates and mixed carload provisions). Asks application of the 
lawfully published less than carload rates from Texas transit 
points to Texas destinations when commodities described are 
shipped as such in mixed carloads with grain and/or grain prod- 
ucts of interstate, or mixed state and interstate, origin or desti- 
nation, and that the weight of such less than carload shipments 
be not counted in making up the carload minimum weight, and 
application on the same non-transit commodities the published 
carload rates only when shipped in carloads and application on 
said commodities and on grain and grain products only such 
carload provisions and minimum carload weights thereon as are 
authorized in the governing rate tariff lawfully on file with the 
Commission. 

. 26088—Carolina Building Supply Co. et al., Rocky Mount, N. C.,, 
vs. A. C. L, et al. bs 

Unreasonable rates, bituminous coal, points in Va. and W. Va, 
to Rocky Mount, Wilson, Goldsboro, Greenville, Weldon, Scot- 
land Neck, Henderson, and Norlina, N. C. Ask rates and repara- 


Hilgartner Marble Co., Los Angeles, Calif., vs. A. T. & 
S. F. et al. s 
Unreasonable rates, rough soapstone quarry blocks, and soap- 
stone slabs, sawed two sides, Schuyler, Va., to Los Angeles, Calif. 
Asks reparation. 
. 26090. Fort Wayne Paper Box Co., Fort Wayne, Ind., vs. Wabash, 
Rates and ratings in violation sections 1 and 3, paper boxes, 
nested, Fort Wayne, Ind., to Detroit, Mich., as compared with 
ratings on competing containers such as corrugated fibre boxes, 
k. d. Asks cease and desist order, rates and reparation. 
. 26091. Penn Veneer Co., York, Pa., vs. Pennsylvania et al. 
Unreasonable rates and charges, gum logs, points in Md., W. 
Va., Va. and Del. to York, Pa. Asks cease and desist order and 
renaration. 
. 26092. Weinberg & Gilbert, Detroit, Mich., vs. A. C. L. et al. 
Rates in violation sections 1 and 4, fresh or green vegetables, 
in straight and mixed carloads, points in Fla. to Detroit, Mich. 
Asks reparation. 


Docket of the Commission 


NOTE—lItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign: 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in thie 
Docket will be noted elsewhere. 


July 24—Chicago, Ill._—Examiner Trezise: 
25926—Hart Schaffner & Marx Co. vs. B. & M. R. R. et al. 

July 24—Kansas City, Mo.—Examiner Hagerty: 

1i—Pan American Feed Co. (Halbert H. McCluer, trustee in 
bankruptcy) vs. C. B. & Q. R. R. et al. 

July 24—Los Angeles, Calif.—Examiner Flynn: 

76—Hauser Packing Co. et al. vs. A. T. & S. F. Ry. et al. 

July 24—Washington, D. C.—Examiner Crowley: 

a Shippers’ Assn., Inc., vs. Baltimore and Eastern 
et al. 

July 24—Washington, D. C.—Examiner Curtis: 

24370—D. L. Jennings vs. Pa. R. R. (further hearing). 

July 25—Chicago, Ill—Examiner Trezise: 
25721—Brunswick-Balke-Collender Co. vs. B. & Q. R. R. et al. 
25846—Federal-American Cement Tile Co. vs. I. H. B. R. R. et al. 
25724—Liquid Carbonic Corp. vs. A. T. & S. F. Ry. et al. 

July 25—Helena, Mont.—Examiner Smith: 

I. Ss. 3888—Packing house products—Denver, Colo., to Montana. 

a | 25—Los Angeles, Calif.—Examiner Flynn: 

98—Cudahy Farm Operating Co. vs. O. S. L. R. R. et al. 

July 25—Augusta, Ga.—Examiner McChord: 
25686—Etheredge Guano Co. vs. A. C. L. R. R. et al. 

July 25—Kansas City, Mo.—Examiner Hagerty: 

on Bros.’ Broom Corn-Grain and Supply Co, vs. M. P. R. RB. 
e lo 
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UNITED FRUIT COMPANY 


GREAT 
WHITE 
FLEET 




































Between the 
United States and 





Regular Freight and Passenger Service 









BETWEEN Orient Made Easy 
New York, New Orleans, Boston and San Francisco You enty need to senenier ONE Gine— 
the AMERICAN MAIL LINE. Remove 
AND the details from your oriental shipping. 


Place a cargo or a tiny package in the 
hands of any American Mail Line agent 
and your worries are over. The shipment 
will go to or come from any Oriental port in 
fast time and arrive at destination in “A-l 
condition. : : 
An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules reg- 
ilar as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. Depend on the American Mail Line. 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 


America and Mexico at differential rates. Through 
bills of lading to all points. 



























For information, apply desk No. 6 


















Shipmen expedi- 21 West Street........ssceceees New York 

nip m i” o Salvader handled edi 1714 Dime Bank Bldg........+.++- Detroit 

tiously via Puerto Barrios, Guatemala and the 110 So. Dearborn St.....++++++ees Chicago 

International Railways of Central America. Union Trust Bldg. Arcade....... Cleveland 
J ¥ General Freight Office 

For Rates Other Infor ion A ease 740 Stuart Building...........ee0+: Seattle 










FREIGHT TRAFFIC DEPARTMENT 


tm Pier 3, North River, New Yerk, N. Y. 


AMERICAN 






Sac Beene MAIL LINE 


General Offices: One Federal Street, Boston, Mass. 





76 offices in 22 countries at your service 


Hf 


You will find the P. & P. U. Railway rendering extremely 
efficient service and cooperation to shippers who appreciate 


rapid transit of their merchandise. Route your — : 
Bills of Lading Se ee 


Peoria is also a rate breaking point which gives it con- gy; 
siderable advantage over other cities in the mid-west in the via P. & P. U. and 
matter of freight rates. P eoria, Illinois 


SWITCHING SERVICE BETWEEN THESE SIXTEEN CARRIERS: 


Peoria and Pekin Union Railway Company Chicago, Rock Island & Pacific Railway Company Minneapolis & St. Louis Railroad Company 
Alton R. R. Cleveland, Cincinnati, Chicago & St. Louis Rail- New York, Chicago & St. L. R. R. Co. (L. E 
Atchison, Topeka & Santa Fe Railway Company way Company & W. Dist.) 

Chicago & Northwestern Railway Co. Illinois Central Railroad Company Pennsylvania Railroad 

Chicago, Burlington & Quincy Railroad Co. Illinois Terminal R. R. System Peoria Terminal Company 

Chicago and Illinois Midland Ry. Inland Waterways Corporation Toledo, Peoria & Western Railroad 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Iinois 
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Te 
HOUSTON 


Again Supreme as the World’s 
FIRST COTTON PORT 


The First Port to Ship the 


2,000,000th 


BALE of COTTON 


On May.11 the two millionth 
bale of cotton of the present 


season sailed from Houston 


348,852 BALES 


ahead of the nearest 
competitor 


When Yow’re Dealing in 


COTTON 
Do Business Through 


HOUSTON 


World’s Largest Cotton Port 
and Spot Cotton Market 
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July 25—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14966—Petroleum and its products 
to Ohio River Crossings. Filed by B. T. Jones, agent. 


July 25—Jefferson City, Mo.—Missouri Public Service Commission: 

* Finance No. 9966—Application receivers St. L.-S. F. Ry. for per. 

mission to abandon operation of Sligo Branch of said company, 

* Finance No. 9967—Application receivers St. L.-S. F. Ry. for per- 

mission to abandon operation of Winkler Branch extending from 

Bangert to DeCamp, Mo. 

_ 25—Independence, Kans.—Examiner Molster: 

inance No. 9742—Application Mo. Pac. R. R. for a certificate of 
public convenience and necessity permitting abandonment of 
line extending from Fredonia to Peru Jct., Kans. 

July 25—Washington, D. C.—Examiner Johnston: 

* Valuation No. 1163—In re valuation of Flint Belt R. R. 

July 26—Chicago, Ill—Examiner Trezise: 
25927—-Shellmar Products Co. vs. Alton R. R. et al. 

July 26—Kansas City, Mo.—Examiner Hagerty: 
25840—Baker-Lockwood Mfg. Co. et al. vs. A. G. S. R. R. et al. 
25840, Sub. 1—John S. Brittain Dry Goods Co. et al. vs. A. G. §, 

R. R. et al. 

July 26—Los Angeles, Calif.—Examiner Flynn: 
25619—Los Angeles Cotton Oil Co. et al vs. S. P. Co. et al. 

July 26—Helena, Mont.—Examiner Smith: 

28539 —Jule F. Acker et al. vs. Alton R. R. et al. 

July 26—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 15137—Glass from, to and between 
points in southwest. Filed by F. A. Leland and E. B. Boyd, 
agents. 

July 26—Oklahoma City, Okla.—Examiner Molster: | 
Finance No. 9776—Application of A. T. & S. F. Ry. et al. for a 

certificate of public convenience and necessity permitting aban- 
donment of lines of railroad extending from Lehigh to Ada Jct, 
and from Byars Jct. to Purcell, Okla. 

July 26—Washington, D. C.—Examiner Walter: 

* — No. 1179—Property of Kansas & Missouri Ry. & Terminal 

oO. 

July 27—Los Angeles, Calif—Examiner Flynn: 

25905 (and Sub. 1)—L. H. Willard et al. vs. A. T. & S. F. Ry. et al. 

July 27—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 15157, as amended, filed by F. A. 
Leland. 

July 27—Washington, D. C.—Examiner Sullivan: 

* Finance No. 9900—Application G. M. & N. R. R. for authority to 

acquire control, by lease, of the properties of the N. O, G. N. 
R. R. 


July 28—Los Angeles, Calif.—Examiner Flynn: 
25691—Hauser Packing Co. vs. L. A. & S. L. R. R. et al. 
~~ 28—Washington, D, C.—Examiner Lawton: 
ourth Section Application No. 15096—Filed by Pa. R. R. 
July 28—Oklahoma City, Okla.—Examiner Molster: 

Finance No. 9810—Application A. T. & S. F. Ry. et al. for a cer- 
tificate of public convenience and necessity permitting abandon- 
ment of line of railroad extending from Davis to Sulphur, Okla. 

July 29—Seattle, Wash.—Examiner Smith: 

* 22720—C. S. Fulton et al. vs. C. B. & Q. R. R. et al. (further hearing 
for sole purpose of determining amount of reparation due com- 
plainants under the findings). 


July 29—Chicago, Ill.—Examiner Trezise: 
* 25730—Kroehler Manufacturing Co. et al. vs. B. & O. R. R. et al. 
July 31—Seattle, Wash.—Examiner Smith: 
25647—Henry D. Davis Lumber Co. (Thomas H. Mills, receiver), 
vs. G. N. Ry. et al. 
25946—-Northwest Seed Co. vs. 0. S. L. R. R. et al. 
July 31—St. Joseph, Mo.—Examiner Hagerty: 
25080—South St. Joseph Live Stock Exchange vs. A. V. I. Ry. et al. 


July 31—Chicago, Ill.—Director Bartel: 
Ex Parte 104, Part 5—Private Freight Cars. Practices of carriers 
affecting operating revenues or expenses. 
1. & S. 3887—Use of privately owned refrigerator cars. 


July 31—Los Angeles, Calif—Examiner Flynn: 
1. & S. 3891 and ist sup. order—Animal and poultry feed to Moun- 
tain-Pacific points. 


August 1—-Chicago, I1l.—Examiner Trezise: 
25595—Illinois Coal Traffic Bureau vs. A. & W. Ry., et al 
26021—Illinois Coal Traffic Bureau vs. A. & W. Ry. et al. 


August 1—Washington, D. C.—Examiner Brinkley: ' 
* Valuation No. 1178—In re: Valuation of Conemaugh & Black Lick 
. ae 


August 1—Baton Rouge, La.—Examiner Molster: 

Finance No. 9861—Application Y. & M. V. R. R. et al. for a cer- 
tificate of public convenience and necessity permitting abandon- 
nage end the line of railroad extending from Hammond to Covins- 
ton, a. 


August 1—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 14761—Sand and gravel between 
Albany, Ga., to Montgomery, Ala. 
August 2—Portland, Ore.—Examiner Smith: 
a a een Portland Cement Co. et al. vs. California Central 
. R. et al. 


August 3—Portland, Ore.—Examiner Smith: 
25859—Lorenz Co. et al vs. G. N. Ry. et al. 
August 3—Los Angeles, Calif.—Examiner Flynn: 
25818—Arizona Compress & Warehouse Co. et al. vg. A. T. & S. F. 
Ry. et al. 
“es 3—Montgomery, Ala.—Examiner Molster: 
inance No. 9860—Application L. & N. R. R. for a certificate of 
public convenience and necessity permitting abandonment of line 
extending from Prattville Jct. to Prattville, Ala. 
August 3—St. Louis, Mo.—Examiner Hagerty: 
* 25653—Kregel Casket Co. et al. vs. B. & O. R. R. et al. 


August 4—Portland, Ore.—Examiner Smith: 
25894—-Dunn & Baker vs. S. P. Co. 

















2, 1933 
July 22, The Traffic World PAGE 159 





oducts : 
ly NEW YORK TO OR FROM 


ee MOOREMACK GULF LINES 


r per- WEEKLY SAILINGS 





























s from 
From BOSTON and PHIL ADELPHIA to TAMPA, NEW ORLEANS and MOBILE 
and vice versa. 
= < From BALTIMORE to NEW ORLEANS and MOBILE direct or transhipment 
. at PHILADELPHIA and vice verse. Y 
Between NEW ORLEANS and TAMPA lee annie 
MOORE and McCORMACK, Inc., Agents ALL 33,000 TONS IN SIZE oye AS 
For rates and other information, epply to the nearest of these offices: 
NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bidg. 
al. PHILADELPHIA, Bourse Bidg. DETROIT, Industrial Bank Bidg. S.S.CALIFORNIA S.S. VIRGINIA 
G. s, BALTIMORE, Seaboard Bidg. CHICAGO, 503 Marquette Bids. Ss. S. PENNSYLVANIA 
TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. , 
MOBILE, Mesher Bids. PITTSBURGH, Oliver Bldg. Itinerary: New York -Havana- Panama Canal-Balboa- 
BOSTON, Pler 40, Hoosac BATON ROUGE, 1758 Government St. San Diego (Westbound)-Los Angeles-San Francisco. 
Docks, Charlestown ST. LOUIS, Rallway Exchange Bldg. Regular fortnightly sailings. 18 Days Coast-to-Coast in 
: either direction. Thoroughly modern freight facilities 
tween and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
aid automobiles uncrated as baggage. 
or 
aban- You may obtain all the advantages of Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 


* 
minal Branch House Service Virginia . .. Aug. 5; Sept. 16 Pennsylvania. July 29; Sept. 9 


Pennsylvania. Aug. 19 ; Sept. 30 California . . Aug. 12; Sept. 23 


a ee California . . Sept. 2; Oct. 14 Virginia .. . Aug. 26; Oct. 7 
et al. By using the facilities at the enlieteiitnGuate 
. _ » 
PA disposal of all customers of from Los Angeles tnd day following 


ve fi KEDNEY WAREHOUSE Co. f anaoma focifie Sine 


* ALL NEW STEAMERS ° 


at surprisingly reasonable cost. INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City Cleveland, 1000 Huron Road 
(West 23rd St.) Tel. CHelsea 3-6760 1 Broadway, New York City 








Minneapolis St. Paul Fargo Grand Forks Chicago, 216 North Michigan Ave. Tel. Digby 4-5800 
Minn D N. D Detreit, 1255 Washington Blvd. Boston, 84 State Street 

cer- “ Minn. N. D. oe ae Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bidg. 
\don- Pittsburgh, Arcade, Union Trust Bldg. Los Angeles, 548 8. Spring St. 
ie San Francisco, 687 Market St. San Diego, 1030 Fourth St. 
ring 
com- 
He CAM DEN PERSE 
we JERSEY 
t al. ] 


and ECONOMY for 
Shippers and Distributors 


.) , Write for Booklet 
CAMDEN MARINE TERMINALS 


eo OPERATED BY 
Leartege South Jersey Port Commission 


riers 


2un- [- 
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BUFFALO 


FREIGHT TERMINAL 
WAREHOUSES 


Five modern plants. Rail and water locations. 
Inside and outside switch tracks with capacities 
of 148 freight cars. Dockage for 7 lake steamers. 
Negotiable warehouse receipts. Daily reports. 
Monthly inventories. Write for complete 
details to » 


BUFFALO FREIGHT TERMINAL AND WAREHOUSE CO. 








QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, Philadelphia, Norfolk, Baltimore 
nd 


een 


tral 


a 
Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 




















of 
ine 










ALBA i CHICAGO—327 So. La Salle St. , onae 
PHL ADELPY Ahk ng PITTSBURGH—Gull Building 1504 Liberty Bank Building, Buffalo, N. Y. 
F —_ t ors ig. 
BALTIMORE. Kero Beilding” DAYTON, OHIO—18 Riverdale St. Thos. H. Hanrahan, Pres. John L. Keogh, Mgr. 
BOSTON—33 Broad Street EASTON, PA.—Drake Building 
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August 7—San Francisco, Calif.—Examiner Flynn: 
25732—Sevier Commission Co. vs. S. P. & S. Ry. et al. 
We Bind The Traffic Work | nin: ce: tate oi, Sar —meanine oui 
August 7—Salt Lake City, Utah—Examiner Smith: 
Fourth Section Application No. 15000—Transcontinental Westboung 


In Best Grade etiietes te for $2.25 Per Volume (26 (26 Numbers) Automobile Rates—Filed by Agents Toll, Jones and Curlett. 


August 8—Salt Lake City, Utah—Examiner Smith: 
Deogept Servies ond Gastey West, Guasnntecd 25861—Bennion Gas & Oil Co. et al. vs. A. T. & S. F. Ry. et al, 
August 8—San Francisco, Calif.—Examiner Flynn: 


The Book Shop Bindery’ s 25694—Garden City Meat Co., Inc. vs. S. P. Co. et al. 


350-354 West Erie Street August 9—Salt Lake City, Utah—Examiner Smith: 
25815—Consolidated Wagon & Machine Co. et al. vs. B. & O. R 
R. et al. 


: August 9—Parkersburg, W. Va. ow +e Molster: 
C H | CA G e) Finance No. 9875—A pplication B. & O. R. R. et al. for a certificate 
In of public convenience and necessity permitting abandonment of 
line of Little Kanawha R. R. from Placid Station to Owensport, 


sO) TERMINAL a W. Va. 
3 t August 9—San Francisco, Calif.—Examiner Flynn: 


AN R E +4 @) U S i’ S r | er he 25713—-Albers Bros. Milling Co. vs. Camas Prairie R. R. et al, 
: a i : \ < August 10—San Francisco, Calif.—Examiner Flynn: 
Close to ‘*Loop.”’ Office and warehuuse spece for ae 25902—D’ Arrigo Bros. Co. vs. A. T. & S. F. Ry. et al. 


lease. Merchandise storage. Pool cars distributed 
funnel, water, rail and truck facilities at door. > August 10—Salt Lake City, Utah.—Examiner Smith: 
519 W. ROOSEVELT ROAD CHICAGO — (and Sa I . = nee Grimm Alfalfa Seed Growers’ Assn, ys, 
A. ie eta 
August 10—Washington, D. C.—-Examiner Woodrow: 
* Valuation No. 1195—In re: Valuation of F. J. & G. R. R., Glovers- 
ville & Broadalbin R. R., and J. G. & Kingsboro Horse x. BR. 
August 11—San Francisco, Calif.—Examiner Flynn: 
25756—C. Swanston & Son vs. Ft. W. & D. C. Ry. et al. 
Fourth Section Application No. 14703—filed by F. W. Gomph—Class 
and commodity rates from and to Great Falls and Black Eagle, 
ont. 
August 14—Denver, Colo.—Examiner Smith: 
= Sub. 1—Amato & Sons, Inc., et al. vs. A. T. & SLB 
y et al. 


In NEW ORLEANS 
and its territory— 
a complete DISTRIBUTION SERVICE 


Merchandise warehousing, and distribution—including pool cars 
—by rail, water and truck, to all of the Southern Market of which 
New Orleans is the center. Goods received from, forwarded and 
distributed to, all parts of the world. 


Storage space—200,000 square feet. Track room for 30 cars at 
one placement. Licensed by and bonded to the State of Louisiana 
and the United States Government. 


IMPORTERS’ BONDED WAREHOUSE 
and 
BIENVILLE WAREHOUSES CORPORATION, Inc. 
R. W. Dietrich, Pres. 
340 Bienville St., NEW ORLEANS, LA. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
commission: L. Fred Andry, New Orleans, La.; Herbert M. 
Bingham, Washington, D. C.; George A. Blackford, Wheeling, 
W. Va.; Calvin L. Blaine, Phoenix, Ariz.; Lelland M. Cowan, Port- 
land, Ore.; William H. Dunbar, 3rd, Harrisburg, Pa.; Frank P, 
Eresch, Topeka, Kan.; A. J. Gronna, Bismarck, N. D.; Arthur H, 
Haack, Shreveport, La.; George E. Hamilton, Matador, Tex.; 
Chase Harding, Crawfordsville, Ind.; J. A. Heder, Bismarck, 
N. D.; Patrick J. Hurley, Washington, D. C.; Walter J. Knabe, 
Montgomery, Ala.; Karol A. Korngold, St. Louis, Mo.; J. Bruce 
Kremer, Washington, D. C.; Edward R. Lewis, Michigan City, 
Ind.; Arthur S. Lytton, Chicago, I[ll.; Harrison B. McCawley, 
Washington, D. C.; Charles R. McNamee, Austin, Tex.; Jackson 
A. MacNeill, New York, N. Y.; Lydon F, Maider, Gloversville, 
N. Y.; William B. Mitchell, Memphis, Tenn.; Laurence W. North, 
New York, N. Y.; George A. Pendleton, Three Rivers, Mich.; H. 
Paul Phillips, Jamestown, N. Y.; Donald D. Shepard, Washing- 
ton, D. C.; Merle D. Snyder, Somerset, Pa.; Thomas W. Tits- 
worth, Plainfield, N. J.; Ernest R. Walcher, Blackwell, Okla.; 
Robert I. Wells, Austin, Tex., and A. U. Zurborg, Houston, Tex. 


ATT TTT iii iiiiiiiiiiiiiiiiiiiy | 


Lo] 


ATTORNEYS AT LAW 


HARRY C. AMES 


Practicing ATTORNEY AT LAW 


before the Successor to Keene & Ames 
Formerly Attorney and Examiner 


INTERSTATE Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


COMMERCE | HI. D. DRISCOLL 
Commerce Counsel and Attor 
COMMISSION ' ‘ithe: Building - 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Illinois) 


S alizing in 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES 


1721 Morton st 208 W. Washington St.& 
HICAGO, ILL. 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmission Cases and 


Departmental Service Commerce 


713 Mills Bldg. * 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuatiens 


Experts 643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Cmurt oe CEPIGEMATOR and POULTEEY CARS 
Modern in desiqn-maintained in perfect condition 


N@QR EH AMERICAN CAR CORP. (°S") 327 SOUNM LASAEEE SF. 


qed AGO 





